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These McCormick Offices 
Offer a 6 -\0 Shipping 


Service 


The map shows the markets served by the four McCormick 
fleets and the McCormick offices that are only too glad 
to be of service in giving you any shipping information 
you may wish. McCormick maintains regular and 
frequent service over these four routes: Intercoastal, both 
east and west bound; Pacific Coast-West Indies; Pacific 
Coastwise and between Pacific Coast ports and the East 
coast of South America. All modern facilities for han- 
dling and stowage make for economy. Call the McCormick 
office near you for rates, sailings or any other shipping 
information you may need. 


Your next shipment via McCormick 


McCor 





461 Market St. 
San Francisco 
DOUglas 2561 
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tees Taylor & Andrews 
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HONOLULU, HAWAIIAN ISLANDS, DIRECT, WITHOUT TRANSSHIPMENT (SEMI-MONTHLY) 
FROM BALTIMORE PHILADELPHIA BOSTON NEW YORK 

Py ona i aig io io cies, 6 8.855 o tase ccoresinsawae Dec. 24 oe é —~—=—«CSa enw oe Dec. 30 

Also regular semi-monthly Direct Service from Hawaiian Islands to U. S. Gulf and North Atlantic Ports. 
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GULFPORTS BALTIMORE NEW YORK 
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Cc. D. TURNER 
General Agent 
Chicago 


* * 
—and willingly 
Question—When is a shipping problem not a problem? 


Answer—When it is handled by an Erie traffic repre- 
sentative. 


That’s what we mean by “at your service,” for Erie 
traffic representatives are on the job at all times anx- 
ious to smooth out any perplexing problems that you 
may have. You can count on their advice and judgment 
—it’s sound and based on long years of training and 
experience. 


Backing them up stands the entire Erie organization 
ready to cooperate 100% in handling your shipments 
properly and to deliver them on time and in good order. 
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HOUSANDS of years ago, back in the age of ” 

brawn, muscle, tooth, talon and club, each family ship) 

was a kingdom to itself. Trteal dieagreomentes were fre- = 
quent and hatred infested almost every heart. Intelli- 

gence was unknown; culture had not been born, and in- man 

ter-tribal commerce was impossible. Then came the first pe 

Christmas and the Teacher from the lowly manger. An serv 

infant civilization grew rapidly to maturity. Faith and aaa 
trust were established and commerce was made possible. 
It is quite appropriate then, that the Norfolk and 

Western Family should pause at Christmas time to send T 

greetings and good wishes to all the industrial families bie 

the country over and particularly those in that vast area men 

between the Virginia Seacoast and the Midwest, who tati 

have cooperated to develop “Precision Transportation” : to 

Our thought this Christmas is one of gratitude for befc 


many pleasant relationships, together with a hope that 
Precision Transportation may be of even greater service 
to you as we enter a year of brighter promise. edg 


NORFOLK AND WESTERN 
RAILWAY 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
toads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





SOME FUNDAMENTALS 


HE National Transportation Committee, Calvin 

Coolidge, chairman, has completed the first of its 
hearings in the course of its effort to arrive at recom- 
mendations for the solution of the present day transpor- 
tation problem. Much, if not all, of what was presented 
to it has been said in one form or another many times 
before, but, of course, it was necessary to present it again 
in order that the committee might have the facts and 
the views of contending interests, since it is considering 
a subject with respect to which it has no special knowl- 
edge. It heard many and conflicting views. It must, of 
course, be more or less confused. It must make due allow- 
ance for selfish motives on the part of those testifying and 
must discount much that was said. The same criticism 
applies to its method of investigation that applies to most 
investigations—it heard parties at interest instead of 
unbiased, scientific views of persons competent to hold 
and express them. Perhaps that phase of the matter will 
be taken care of, however, by its own corps of investiga- 
tors, of which Dr. Harold G. Moulton, president of the 
Brookings Institution and one of the leading economists 
of the country, is the head. 
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To us it seems that, out of the mass of detail and 
conflicting views; there may be perceived certain funda- 
mental things that must be done to bring order out of 
the present transportation chaos. They are things that 
rest on principle. We shall name a few of them, as fol- 
lows: 


1.—Equalization of regulation as between the railroads and 
the motor trucks. This may be accomplished by putting regu- 
lation on the trucks, taking it off the railroads, or both. It is 
not fair that one kind of transport should be hampered by 
regulation and a competing kind free from such hamper. To 
the degree that equalization can be accomplished it should be 
brought about. The extent to which absence of such equaliza- 
tion hurts the railroads may be a matter of dispute, but that 
has nothing to do with the principle. 

2.—It must be agreed to what extent the commercial motor 
vehicles using the highways for profit should pay for such use, 
and then they should be made to pay in that amount. It 
profits nothing for one side or the other to contend that they 
already pay too much or enough, or that they do not. There 
must be a sound conclusion as to the principle and then a 
scientific study as to the facts in order that the principle may 
be applied properly. 

3.—Inland waterway rates must be made after a real study 
of water transport costs, with proper relation to rail rates, and 
waterway transport operators should make proper payment 
for the use of the rivers on which they do business for profit, 
since those waterways are deepened and maintained for trans- 
port purposes at the expense of the public. 

4—The government should get out of the inland waterway 
transport business. It offers a subsidized and unfair competi- 
tion to the railroads which it is supposed to be endeavoring to 
conserve. 


We think, if these few fundamentals can be threshed 
out and agreement reached, much will have been accom- 
plished to cure the situation. Regardless of technicalities 
and details, we are prepared to debate with anybody the 
soundness of the four proposals advanced. Indeed, we do 
not see how any fair-minded person could take exception 
to them. One might advance “practical” objections, but 
those should be considered after the soundness of the 
principles has been admitted. Usually, there is a way to 
accomplish what is dictated by soundness and fairness. 

It was noticeable in the hearings conducted by the 
Coolidge committee that no one appeared for the motor 
truck transport industry.- To be sure, the National Auto- 
mobile Chamber of Commerce appeared, and it even of- 
fered “to accept, as a matter of principle, that motor ve- 
hicles should be subject to such taxation and physical 
regulation as may be necessary.” But this organization 
cannot and should not speak for the motor truck opera- 
tors any more than could and should the Railway Busi- 
ness Association speak for the railroads. Its interest is 
obvious, but it is not direct. 


PAGE 1169 





Vol. L, No. % 


PAGE 1170 The Traffic World 














December 17, 1932 


This lack of representation of motor truck transport 
js due, no doubt, to the fact that, until the last few weeks, 
there has been no national organization in this compara- 
tively new and rapidly growing industry. But a few 
weeks ago there was organized in Washington the Ameri- 
can Highway Freight Association, composed of leading 
motor truck operators who desire to be distinguished 
from the “fly by night” operators, as distasteful to them 
as they are to the railroads, and who desire to be regu- 
lated, interstate as well as intrastate. It remains to be 
seen, of course, just how far they will go in asking or 
consenting to regulation, but the point is that they are, 
at least, more receptive to the idea than are the automo- 
bile manufacturers or the nationally organized shippers, 
who continue obstinately to oppose interstate regulation 
of motor transport and to insist that the commercial 
motor vehicles pay sufficiently for their use of the high- 
ways. 

One of the good things about the organization of the 
American Highway Freight Association is that we may 
now hope to have some crystallization of the opinions of 
the leaders in this industry. Up to this point, those opin- 
ions do not seem too much in accord with those of the 
manufacturers from whom they must buy their vehicles. 


MOTOR TRUCK TRAFFIC 

UCH, as we have pointed out many times, is being 
said by opponents of motor transport regulation to 
the effect that motor truck traffic is so small a proportion 
of the total freight tonnage as not to be important in a 
consideration of equalization of regulation as between 
the trucks and the rails. The National Automobile Cham- 
ber of Commerce, in its statement before the National 
Transportation Committee, placed it at six per cent, 
which is slightly higher than some other estimates— 
probably because it is the latest one and truck traffic is 
growing—but still, it seems to us—though we have no 

total figures to set up in opposition—ridiculously low. 
Every traffic man sees about him the evidences of 
this growing diversion of freight from the rails to the 
trucks. There is hardly an issue of this magazine that 
does not record some unsought example of it. Last week, 
for instance, there was a report from the National Coal 
Association on the hauling of coal by truck that indicates 
the inroads that are being made with respect to this 
heavy-loading commodity over hauls as long as 500 miles. 
It is no longer a question, it would seem, of package 
freight or short hauls—the trucks are decidedly in that 
business to the hurt of the railroads, and almost as de- 
cidedly—though not yet to such great extent—in the busi- 
hess of long hauling of heavy and low grade commodities. 
Along this line we desire to quote from a recent af- 
fidavit made by Charles Barham, vice president and traf- 
fic manager, N. C. and St. L. Railway, before the Tennes- 
se Commission with respect to the valuation for taxation 
of the N. C. and St. L. property. Mr. Barham argued that, 
because of the great falling off in traffic and, conse- 
quently, in revenue, the valuation for taxation purposes 
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ought not to be as high as it had been or otherwise would 
be and, among other things, he said: 


A few illustrations may show the effect of motor transport 
on the volume of traffic, the rates, the revenue, and conse- 
quently the taxable value, of this railroad. 

In 1921, a depression year, the Nashville livestock market 
received 690,991 head of stock of all sorts, of which 484,243, or 
69.79 per cent, came in by rail. Ten years later, in 1931, also 
a year of depression, the total receipts of the Nashville market 
had dropped to 365,961 head, of which only 73,725, or 20.15 per 
cent, came in by rail. The balance, almost four times as many, 
came in by truck. 

The total number received, with percentages of rail and 
truck movement, by years, is shown below: 


Year Total Pct. Rail Pet. Truck 
Ae erry reer 690,991 69.79 30.21 
EES eee ieee 784,566 64.61 35.39 
_ ea ee 717,857 65.06 34.94 
2 ee re rere eo 528,294 61.95 38.05 
ee reer 504,437 54.63 45.37 
a ee rrr yer 479,741 49.06 50.94 
BE Ne aKaet ee beeehew ee ee 450,451 41.43 58.57 
DEE kiwi ES aneKet rhe cbeane +h 475,995 28.00 72.00 
RR Perea 435,510 24.60 75.40 
eres ee eer 385,552 21.24 78.76 
Re ee reer 365,961 20.15 79.85 


Livestock to Nashville is relatively a short-haul movement. 
Much more than half comes from distances less than one hun- 
dred miles. The effect of motor truck competition, however, 
is by no means limited to such hauls. 


An important item of traffic to this railway is the move- 
ment of citrus fruits from Florida points. In a statement of 
the Florida state marketing bureau, issued September 1, 1932, 
it is shown that during four months, September-December, 1931, 
more than three-quarter million boxes moved out of that state 
by truck. No such tabulation was made for the preceding sea- 
son, but by other methods the Florida state bureau estimates 
that trucks hauled 1,611 carloads of citrus fruit which other- 
wise would have moved by rail into the three states of Tennes- 
see, Alabama, and Georgia, all served by this railroad. From 
as far away as the Lower Rio Grande Valley of Texas there 
is a movement of vegetables and fruits into this territory by 
truck. ‘. 


Nor is this impairment confined to relatively valuable 
articles. There is a substantial movement of coal by truck 
into Chattanooga, estimated to be more than 50,000 tons a 
year, with smaller movements into numerous other cities within 
ranges of 75 miles or so from the mines. This movement, in 
fact, would have grown beyond what it has except for our action 
in reducing numerous coal rates to meet the competition of 
trucks. These, and like reductions in the rates on sand, gravel, 
stone, grain, cotton, cottonseed, lumber, logs, and many other 
articles, for comparatively short distances, are striking illus- 
trations of the other side of the effect of new conditions on the 
earning power of a railroad, namely, enforced reductions to a 
barely compensatory level of rates on much of the traffic 
retained. 

Roughly, though conservatively estimated, it may be said 
that within the last six months the freight rates charged on 
cotton in southern territory have been reduced not less than 
fifty per cent; lumber sixteen and two-thirds per cent. The 
rates on coal, other than lump, are apparently now scheduled 
to be reduced twenty per cent. There is insistent demand to 
further reduce the rates on lumber, approximately thirty-five 
per cent. 

The trend of freight rate reductions, and its importance, 
may more clearly be shown by the following statement of in- 
stances occurring within the last few months, the changes listed 
being made in efforts to meet, partially at least, the competi- 
tion of unregulated highway carriers, contract and common: 


Number of 


Commodity rates reduced 
CT Boies Naish «x60 i454 Deas et kb amie hede ohisetvabh whee eocmeaed 302 
Se ES on. od cS knew wee ee bedeepsiake nas aware eee 13 
ae eo eS Peer rere er Tree ee eee 12 
Gc Seed sdsbs shennes anaes dense esate whens pideb i taben ein 57 
ee eee et ind DACRE Me EOREER CAR ek CUOMO Nees 64 
ea ig an dinG ie dR MERIC PE hl aE WORK eee Ee eee ES 77 
RN I hnng:50 6:05:43 9° 9a 66 Su bdd'esbsbeeSbieb eneaudsseGhee’d 7 
ERE as SE ee ee ee ee ee ent ree 1 
CE IE ID ic on 5 006 9.0008 856 6900000 bd ee s6 06804 t edb eeeeese’s 6 
Cross ties, other than pine..........sscccscossee- covesccveswecs 5 
Poles and piling, Pime.....cccccsscccccccercccvcccsessssecssvees 50 
Poles and piling, other than pine.......... 6. .ceete cece eeeeeees 47 
EPIGEE POCMBOEE oc ccc ccc cccceccccdsvecevesevcsevvcsvccceseee vies 144 
ee PP err ee 286 
SNE, DUNE boc cece sndcucccdsescevesedecesedéveetsaeveeves 2 
Bsa es babs eddace ss $50%.0 sep esTRlestvsnpedoastecesne gee ee 22 
ee Oe PP ee reece ee re 1 
Te, NS I ois aso oo 0.0505 0.00 65:85 0090 04 0569400 00:6 00 dees ee 5 
TODRCOO, WIATUTRCCUTSE o.oc.c cic. ccccccvccvnecocccecescaseetsecgs 1 
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Number of 
Commodity rates reduced 


a eer rr et eer ee Te Ce 7 
Dishes, plates, trays (pulpboard)...........ccccceccccecscccecs 3 
are 5 ad osnaa gaa o:4 SG n.o San 0.0 Cemiod SAW TREE NTRS O50 0106 1 
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Ominous as is this statement, it is not complete. It is 
illustrative only. . 

Quite three-fourths of our livestock business is gone, per- 
haps one-fourth of our perishable business. Probably half of 
the sweet potato business moving out of*West Tennessee, much 
of the dry goods, rayon and cellophane, cotton mill products, 
shoes, drugs, tires and tire fabrics, chemicals, and countless 
other relatively valuable, and, pound for pound, relatively high- 
rated traffic, is gone. Losses of such commodities are not so 
conspicuous in figures of tonnage as in figures of revenue, the 
latter, so far as the value of this property is concerned, are 
all-important. 

To these relatively high-class commodities, we now see 
added truck movements of heavy, bulky, low-grade commodities, 
not usually for great distances, it is true, but in huge volume 
over shorter distances, and with the trucking zone expanding 
daily and rapidly. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended December 3 
totaled 547,461 cars, according to reports filed by the railroads 
with the car service division of the American Railway Asso- 
ciation. 

This was an increase of 53,579 cars above the preceding 
week, when loadings were reduced somewhat owing to the 
observance of Thanksgiving Day. Compared with the corre- 
sponding week last year, however, the total for the week of 
December 3 was a reduction of 88,905 cars and a reduction of 
239,611 cars under the same week two years ago. 

Miscellaneous freight loading for the week of December 3 
totaled 181,975 cars, an increase of 15,515 cars above the pre- 
ceding week; coal loading totaled 121,047 cars, an increase of 
5,977 cars; coke loading amounted to 5,370 cars, an increase 
of 425 cars; loading of merchandise less than carload lot freight 
totaled 169,065 cars, an increase of 21,904 cars; live stock 
loading amounted to 20,151 cars, an increase of 3,038 cars; grain 
and grain products loading totaled 31,680 cars, 5,030 cars above 
the preceding week; forest products loading totaled 16,662 cars, 
an increase of 1,905 cars; and ore loading amounted to 1,511 
cars, a decrease of 215 cars below the week before. 

Revenue freight loading by districts the week ended De- 
eember 3 and for the corresponding period of 1931 was reported 
as follows: 


Eastern district: Grain and grain products, 5,885 and 5,887; live 
stock, 1,939 and 2,482; coal, 31,157 and 29,837; coke, 2,225 and 2,351; 
forest products, i, 340 and , a $53: ore, 280 and 454; merchandise, L. C. | 
44,671 and: 54,440; miscellaneous, 38, 781 and 46, 864: total, 1932, 126,278: 
1931, 144,168; 1930, 176,235. 

‘Allegheny district: Grain and grain products, 2,818 and 3,229; 
live stock, 1,291 and 1,920; coal, 29,099 and 31,440; coke, 1,716 and 2,348; 
forest products, 819 and 1,106; ore, 92 and 436: merchandise, in ©. En, 
34,447 and 41,123; miscellaneous, 31,510 and 44,150; total, 1932, 101,792; 
1931, 125,742; 1930, 151,471. 

Pocahontas district: Grain and grain products, 283 and 271; live 
stock, 114 and 124: coal, 26,807 and 25,957; coke, 189 cg 279; forest 
products, 445 and 586; ore, 44 and 33; merchandise, i. C. 4,994 and 
— +: ameamaoe "4,336 and 4,744; total, 1932, 37,212; Trt 37,715; 
1930, 48,111. 

Southern district: Grain and grain products, 2,773 and 2,547: live 
stock, 767 and 1,014; coal, 15,583 and 16,512; coke, 348 and 397; 9 
products, 5,781 and 6,761; ore, 297 and 268; merchandise, L. C. 

8,812 and 34,320; miscellaneous, 28,575 and 32,148; total, 1932, 82, 936: 
1931, 93,967: 1930, 121,475. 

Northwestern district: Grain and grain products, 7,451 and 7,140: 
live stock, 6,529 and 9,853; coal, 6,297 and 9,054; coke, 634 and 3 > 
forest products 3,734 and 4,474; ore, 32 and 35; merchandise, a GC 
19,723 and 24, 907: miscellaneous, 17,596 and 22, 047; total, 1932, 61 “996: 
1931, 78,337; 1930, 95,608. 

Central western district: Grain and grain products, 8,746 and 9,820: 
live an 7,479 and 9,712; coal, 8,052 and 12,351: coke, 108 and 152; 
ray = roducts, 2,432 and 3,354; ore, 595 and 1,843: merchandise, 

23,551 and 27,617; ‘miscellaneous, 33,476 and 37.757; total, 
Tg82- “84, 439; 1931, 102,606; 1930, 127,060. 





Southwestern district: Grain and grain products, 3,724 and 3,765: 
live stock, 2,032 and 2,171; coal, 4,052 and 4,956; coke, 150 and 3 
forest Products, 2,111 and 2,168: ore, 171 and 347; merchandj 
L. C. 12,867 and 14,445; miscellaneous, 27,701 and 25,845; total, i 
52,808; ti 53,831; 1930, 67,112 

Total, all roads: Grain and grain products, 31,680 and 32,659: live 
stock, 20, 151 and 27,276; coal, 121,047 and 130,107; coke, 5,370 and 6,488. 
forest products, 16,662'and 20,302; ore, 1,511 and 3,406; merchandise 
L. C. L., 169,065 and 202,573; miscellaneous, 181,975 and 213, 555; total 
1932, 547,461; 1931, 636,366; 1930, 787,072. 


Loading of revenue freight in 1932 compared with the ty 
previous years follows: 


1932 1931 1939 
Four weeks in January...........+.. 2,269,875 2,873,211 3.470 791 
Four weeks in February............. 2,245,325 2,834,119 506,899 
Four weeks in March................ 2,280,672 2,936,928 3,515,733 


Five weeks in April 
Four weeks in May.. 
Four weeks in June 


3,757,863 4,561,634 
2,958,784 3650 TT 
2,991,950 7 718,983 





ca, ee ree 3,692,362 4,475,391 
POUPr WOES MM AUSURL... <6 26. cccccee 2,065,079 2,990,507 3,752, 048 
Four weeks in September............ 2,244,599 2,908,271 3,125 686 
Five weeks in October............... 3,158,104 3,813,162 4,751: 34g 
Four weeks in November............ 2, 195, 209 2,619,309 3,191, 342 
Week ended December 3............. 547,461 636,366 787,073 

WE 5 Sow coueneaeh earnest ma sae 26,255,457 35,012,832 43,107,799 


RAILROAD EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I steam railways in the Unite 
States for October and the ten months ended with October, 
compiled from carrier reports by the Bureau of Statistics, follow: 


October 
1932 1931 
Average number of miles operated....... 242,115.10 242,255.56 
Revenues: 
CN Lit a alata ita ary rahe ease cee aw aer *$244,074,324 $289,185,519 
PASBONZEL 2.000 cceccccscccscsccsccccce 726,179,386 $38,198,706 
rile 5.6 Anacbinbhiots Disieduelod dina @wlng ees 7,804,188 8,659,395 
ID ali cea Nie) Da Giahats is esd a BS aaa Wa 6 4,872,827 6,966,527 
All other tranaportation..........cccces $9,579,349 11,983,408 
Incidental Sp aLaNa felisin eae sou ve Sasa Sle ahaa eis 5,443,225 7,555,148 
pe ee > ee 743,259 926,307 
SOR SOCIO. cect cccscccvcceces 235,051 289,249 
Railway operating revenues....... 298,461,507 363,185, "161 
Expenses: 
Maintenance of way and structures... 29,266,929 42,003,914 
Maintenance of equipment............ 50,886,269 63,739,625 
EN id eam ania da cad tis Bea eda wenie done 7,446,914 9,588,862 
ED os Gi. b de tis bbw sb aw es 98,409,008 128,380,885 
Miscellaneous operations ............. 2,103,681 3,160,561 
_ ____ eRe aeecer ae ee 12,432,985 14,925,999 
Transportation for investment—Cr... 398,994 574,614 
Railway operating expenses...... 200,146,792 261,225,232 
Net revenue from railway operations..... 98,314,715 101,960,529 
a eS eer 23,608,633 26,334,221 
Uncollectible railway revenues........... 72,236 66,734 
Railway operating income............ 74,633,846 75,559,574 
Equipment rents—Dr. balance............ 8,073,308 8,325,012 
Joint facility rent—Dr. balance........... 2,721,222 3,032,318 
Net railway operating income........ 63,839,316 64,202,244 
Ratio of expenses to revenues (per cent) 67.06 71.9 
*Includes $6,071,596 increase from “Ex Parte 103.” 
tIncludes $1,295, (057 sleeping and parlor car surcharge. 
tIncludes $1, 908, 457 sleeping and parlor car surcharge. 
§Includes $94, 304 increase from “Ex Parte 103.” 
Ten Months 
1932 1931 
Average number of miles operated........ 242,178.92 242,325.55 
Revenues: 
ME ainiuisiatercrardismee-aals nied deere ereabe *$2,060,620,349 $2,803,558,117 
IE issuiats dso aan s Sarbuen Wee eae $322,033,469 £474,526, 490 
I aha Wiasirio wie: d-ore eee Gla eaiels s eadiniee 79,757,394 86,430,434 
NS ie eciahsal babi inc caren eloise soa o8 oie. ea ae 46,052,600 71,326, "768 
All other transportation.............. $92,985,024 121,925,390 
EE Pete Latiigies.cer dese Wiaid nae eeee 6s 55,692,679 77, "849,094 
eS Serene 7,583,684 9,599,906 
SOME TOOTS OE. oi. cevevcsssccvecsace 2,433,604 2814, 488 
Railway operating revenues....... 2,662,291,595 3, 642, 401,711 
Expenses: 
Maintenance of way and structures... 307,322,652 470,254,468 
Maintenance of equipment............ 522,827,581 704,762,423 
Gide Bil aik-éNig-a eae 6 4:06 6.56016.0% 6 ee 08: 81,813,787 99,156, "880 
anne 986,701,041 1,327,747,006 
Miscellaneous operations ............. 23,994,355 35,591,961 
IN otic hl Salata 86 ons eb wis weiner 132,512,206 154,307, ‘071 
Transportation for investment—Cr... 3,658,342 6,228,387 
Railway operating expenses....... 2,051,513, 280 2,785, 591, 412 
Net revenue from railway operations..... 610,778,315 "856,810, "939 
FRAUWAY TOE BOOTORIG. oc oc ccivccicccsevcess 244,822,377 271,916,675 
Uncollectible railway revenues............ 780,077 663,934 
Railway operating income................ 365,175,861 584,229,630 
Equipment rents—Dr. balance............ 72,191,454 84,210,400 
Joint facility rent—Dr. balance........... 26,688,965 26,479,836 
Net railway operating income......... 266,295,442 473, oes, 394 
Ratio of expenses to revenues (per cent) 77.06 6.48 


*Includes $52,897,734 increase from ‘“‘Ex Parte 103.”’ 
tIncludes $15,729,971 sleeping and parlor car surcharge. 
tIncludes $23,606,801 sleeping and parlor car surcharge. 
§Includes $892,572 increase from ‘‘Ex Parte 103.’ 


ANDERSON ON RAILROADS 
on article entitled, “Salvaging Our Railroads,” by Judge 
George W. Anderson, formerly a member of the Commission, 
which appeared in the December Atlantic Monthly, has beet 
published in the appendix of the Congressional Record of De 
cember 8, on motion of Senator Coolidge, of Massachusetts. 
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Current Topics in 
Washington 





Life is simple in Minnesota. Great 
problems are handled with few words and 
rules that cause no corrugation of the brows. 
For illustration, consider the following com- 
munication addressed to the Commission by 
F. L. Kalash, secretary of the Lakefield, 
Minn., Business Men’s Association: 


They Live the 
Simple Life 
in Minnesota 


Dear Sirs: At a meeting of the Lakefield Business Men’s Asso- 
ciation held Nov 22, the following motion was made and passed: 

That the Secretary be instructed to write the Interstate Com- 
merce Commission that the Business Men’s Association go on record 
as being opposed to the present freight rates on all grain and coal 
and ask that the present rates be reduced 50 per cent for at least 
six (6) months, 





One thing as certain as death 
and taxes is that the Noahs afloat 
in the arks they built for them- 
selves before the flood of 1929 have 
no such reliable doves as the one 
the Biblical ark navigator had. 
Words in thousands of issues of the public prints give evidence 
of the unreliability of many of the supposed doves that have 
been dispatched. Or it may be that the things they have 
brought back were not olive branches, though the Noahs who 
dispatched them may have believed the things they brought 
back were sprigs of olive. 

He who thinks Secretary Mills may be deemed the bearer 
of an olive sprig because he got offers of ten and twenty times 
as much money as he had called for early this week at the 
lowest rates of interest ever known, is not much of a dendrolo- 
gist. He was offered $4,128,000,000, at three fourths of one 
per cent, when he put up for sale $250,000,000 of one year 
notes. He asked for bids for $350,000,000 of four year notes 
at 2.75 per cent interest. The offers totaled $6,677,000,000. 

Instead of those offers being branches of olive trees, they 
are things thrown from other arks as aids to their buoyancy. 
The offers came from banks and other controllers of money 
who seem to have little faith in the soundness of the business 
enterprises all around them that need help. They are stop- 
loss expedients. The banks and other controllers of unem- 
ployed funds made them so as to get a little return on the 
money in their hands that they have been unwilling to lend for 
business purposes. Money is piling up in banks because its 
owners have not yet regained the confidence needed to persuade 
them to invest in businesses that they know will survive, but 
they are not willing to bet will survive. 

When the time comes that calls from the Treasury are 
oversubscribed only four or five or even six times, then many 
men will believe the flood is receding. Hoarding, it is believed, 
has ceased. The money is back in the banks, but its owners 
are still frightened. Some of them, if not all, still remember 
the burns they got when the things they thought were gilt- 
edged investments turned out to be less substantial and no 
more valuable, seemingly, than puff balls. 

But, it may be suggested, there is a decided slackening in 
the offering of really good stocks and commodities for what 
can be obtained from almost equally panicky buyers. By way 
of the sheriff’s sale, property has passed from the hands of 
those who bit off more than they could chew or the extremely 
unlucky whose misfortunes of health coincided with the troubles 
caused by the “investments” of the foolish. 

‘Wall Street used to say, after a flurry that had caused 
Danicky selling, that stocks and bonds “are now in stronger 
hands.” That sounded inane or heartless. But the hands that 
had taken over the stocks and bonds were stronger, chiefly for 
the reason that they were not under constraint to sell at a 
Sacrifice. Everyone who has had to take over a piece of pledged 
Property because a debtor could not make good on his notes 
When they were due is interested in seeing a rise in prices. 
He wants to be paid for the troubles he had to take over. 

In the very nature of things, the transfer of property from 
the hands of the weak to those of the strong having been in 
Progress for more than three years, the end of panic prices 
should be near. And when it has come, prices will go up be- 


Financial Flood 
Noahs Have No Doves 
to Aid Them 
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cause the market will be rid of those trying frantically to raise 
money by offering what they have for anything someone is 
willing to offer. In other words, the competition in the lower- 
ing of prices ought to be about at an end. Corn at nine cents 
a bushel was the result of frantic scrambling by farmers to 
get a few cents, no matter how high a price they offered for 
them. The ratio of supply and demand at no time has war- 
ranted such a price as nine cents a bushel. 





’Twas a pleasant relief, prob- 
ably, from tedium, when on De- 
cember 8, Calvin Coolidge inter- 
rupted a witness before the Na- 
tional Transportation Committee 
who had referred to the Hoch- 
Smith “bill” before Congress in 1921. 

“It was before 1921,” the former President is quoted as 
having said. “Must have been.” 

The witness is said to have assured the most distinguished 
citizen of Massachusetts that he was right on the date, 1921. 

“But Hoke Smith was not in the Senate then,” said 
Coolidge. To that the witness retorted that it was not the 


How Much More Than 
a Gesture Was the 
Hoch-Smith Resolution? 






Georgia senator he was talking about but a man named Hoch. m 


Above all that the newspaper editor placed the gleeful head, 
“Coolidge Knows His Dates, But Isn’t So Sure About Names.” 

All of which may excite a grin or two among those who 
remember that they believed, when the Hoch-Smith resolution 
was adopted, in 1925, that it was no more than a gesture by 
politicians intended to make farmers believe they were doing 
something for them. But how about those who believed that 
Calvin Coolidge was performing a great act of statesman- 
ship when he induced Senator Smith, of South Carolina, and 
Representative Hoch, of Kansas, to revive their moribund reso- 
lutions, which had been in pigeon holes for months, join them 
together, lay the foundations for political trumpet blasts of 
self praise, and put on the country the now ghastly Hoch- 
Smith rate revisions that are broken down, in many places, 
as soon as they are made effective? 

Seemingly, Coolidge thought so little about his act of 
statesmanship that the name, “Hoch-Smith,” did not evoke the 
thrill that comes from a worthy act well performed. He signed 
the resolution. 


When President Hoover, 
acting under the legislation au- 
thorizing him to _ consolidate, 
transfer, and abolish govern- 
mental agencies, all in aid of 
economy in govenrment, some 
innocent souls may have thought a real start had been made in 
doing away with useless expense. But such persons, it might 
—e are innocents in politics and the ways of poli- 
ticians. 


It may be that some of the moves of the President may 
be allowed to become operative. Under the law, if Congress 
does nothing, the changes become effective sixty days after 
issuance of the President’s order or orders. Of course, if Con- 
gress forbids a change, then the sixty-day rule ceases to be a 
rule. Paraphrasing the burial service, “Congress giveth and 
Congress taketh away” in the matter of offices, honors, and 
emoluments. 


A resolution offered by Senator King, of Utah, Reed Smoot’s 
Democratic colleague, disapproving what President Hoover had 
done, suggests that, perhaps, Congress may exercise the power 
of taking away after having given the President power to do 
something looking toward economy. Its adoption would not be 
at all surprising. The resolution, however, might get caught in 
the “lame duck session” jam which the Democratic senators 
propose to create so as to hold open all the vacancies that Presi- 
dent Hoover has sought to fill, including the vacancy that will 
be created when Commissioner Lewis’ term expires the last 
day of the year. 

The way to economize, it might be suggested, is to econo- 
mize. That is the substance of a rule laid down by John Sher- 
man when he was Secretary of the Treasury under President 
Hayes. He laid out a plan for the Treasury to resume specie 
payments in 1879—for the first time since the government went 
to the greenback basis in the Civil War period. Some doubt- 
ing Thomas asked him how the resumption would be accom- 
plished. 

“The way to resume is to resume,” said the long-legged, 
sour-looking Ohioan, a brother of the man to whom is ascribed 
a characterization of war that has traveled the world over and 
promises to remain in the minds of men while wars continue. 

Politicians never have seemed to like the Sherman rule 
for the doing of things, especially in the matter of practicing 
economy. They are all liberals in the broad sense that they 


Senators Favor Economies 
But Do Not Like 
the Sherman Rule 
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are liberal with other men’s money—that is, the money of the 





taxpayers. 

A little bulletin issued by the American 
An Idea Mining Congress from its Washington office, 
for Downcast if elaborated a little, it is suggested, might be 
Americans a good thing to give to every American who 


is looking down his nose, or is so inclined. 
The bulletin informed the newspaper corre- 
spondents in Washington that a committee of Congress had 
revised the standards for coal mine railroads as to frogs, 
switches, turnouts, and other things used to build and main- 
tain the 50,000 miles of underground railroads in use. 

The elaboration, for an improvement in the morale of 
Americans, should set forth that they have more miles of rail- 
road underground than Great Britain, France, Germany, or 
Russia has above ground. That, it might be submitted, is a 
fact to be remembered by those who mourn over the fact that 
the soviet leaders are determined to convert that immense 
Russian land, which has only three-fourths of one per cent of 
the coal measures in the world while the coal measures within 
the limits of the United States are 48 per cent of all those 
in the world, into an industrial unit. 

By starving workmen, the soviet leaders, it might be said, 
for a few years, may continue to irritate and annoy business in 
the United States with goods that have been produced by the 
starved workmen and sold in this country for much less than 
the cost even on the starvation basis. In the long run, how- 
ever, the United States, it is suggested, will again reap the 
benefit flowing from the possession of the largest supply of 
the material resources needed for an industrial land. 

For comparison of the above-ground mileage of the rest of 
the world with the underground mileage in the United States, 
remember these facts: Great Britain has 20,419 miles; France, 
26,962; Germany, 33,465 and Russia, 47,869. The figures are 
for 1928 and 1929.—A. E. H. 


NON-PRODUCTIVE EXPENDITURES 


regulatory requirements, or the pressure of public opinion, t 
spend money on non-productive improvements, which produc 
ho compeusatory return in the form of added revenue or re- 
duced operating costs,” says the American Railway Association. 

“This is shown by a special study just completed by th 
association of the principal non-productive expenditures of th 
railways over the five year period from 1927 to 1931, inclusive. 










tive expenditures totaling $436,738,000 for the separation 
elimination of grade crossings and for other crossing protec- 
tion; for grading and paving sidewalks; for track elevations 
and other civic and public improvements; for navigation re 
quirements and other purposes. 

“Of that amount, $198,338,000 was charged to capital and 
$238,400,000 to operating expenses.” 

“This is,” said the report, “an annual charge of $39,668,000 
to capital and $47,680,000 to operating expenses, or an annual 
total of $87,348,000. 

“Improvements charged to capital, while non-recurrent in 
and of themselves, are responsible for a continuing future an- 
nual cost, which must be met, in the way of interest charges 
on the new capital, cost of financing, depreciation, maintenance 
and other operating expenses. 

“The largest single item included in the total of $436,738,000 
covers separations and eliminations of crossings at grade be- 
tween railways and highways, which are due to highway devel- 
opment and the growing density of motor vehicle traffic. The 
total cost of these non-productive changes for the five year 
period from 1927 to 1931, inclusive, was $152,760,000, of which 
$107,315,000 was a capital charge, while $45,445,000 was charged 
to operating expense. 

“Crossing protection of other types in that period cost 
for improvement, operation and maintenance, a total of $108,- 
412,000 while track elevation cost $26,801,000. 

“Adding the grand totals for grade crossing elimination and 
separation, the closely related item of track elevation, and fhe 
cost of protecting grade crossings, the combined total for all 
expenditures of this type forced on the railways by the devel- 
opment of highways and non-productive as to any return to 
them, was $287,973,000 for the five year period or an annual 
average of $57,595,000. 

“The cost of grade crossing separation and protection is 
growing continually more burdensome and its cost is by n 
means allocated to the public and the railways in proportion fo 
the respective benefits derived. 

“In considering this undue burden on the railways, which 
are now called upon to pay about one-half the total cost of 
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“A serious and growing financial burden on the railways is / 
the necessity they are under, either through legal obligations, / 


“For the five year period, the railroads made non-produc, 
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grade separations, yet secure no corresponding benefits, funda. 
mental changes in future public policies as to assessing these 
costs may well be considered.” 

Closely related, the report continued, to grade CTOSsings 
was the subject of requirements on the railways to Construct 
approaches and bridges over navigable rivers and canals and 
other requirements designed to assist navigation. 

The study shows that in the five year period from 1927 to 
1931 the railroads expended $25,289,000 for navigation require. 
ments, of which $5,557,000 were expended for maintenance anj 
operation. 

“These are costs incurred in the past,” said the report 
“Prospective and potential costs in the future, owing to the 
program of waterway improvements now under way and ip 
project form, are even larger and more startling. The railways 
now face the possibility of an expenditure for navigation re 
quirements of $142,100,000 of capital in the near future, with 
attendant increases in current operating expenses, as follows: 


Sag Channel and related projects, Chicago.................. $117,100, 009 
ECE S SOOWETECe CR, CII ess coc ccikcck ces ccsccssess 2,700,000 
Beaver, Mahoning, & Shenango River canalization......... 17,300,000 
Dam and bridges at Hastings, Nebraska.................. 2,500,000 
Misceliancous smaller projects. ....ccccccccccccccccsccccccces 2,500,009 


Rea poebiae anaes tiaaaamatel dada $142, 100,00 


RAILROADS AND BEER 
The Trafic World Washington Bureay 


“The railroads are intensely interested in the possibility 
of modification of the Volstead act from a traffic standpoint and 
benefit from additional earnings,” said Owen T. Cull, general 
freight agent of the Chicago, Milwaukee, St. Paul & Pacific 
Railway Co., at Chicago, in a statement submitted to the House 
committee on ways and means at the hearings on proposed 
modification of the Volstead act. “The ramifications are end- 
less and there has been no new development in recent years 
which is as attractive with potential possibilities. 

“It will not only involve manufacture and distribution of 
beer by the breweries, but will require supplies of many kinds.” 

“Just to indicate the volume of traffic that the railroads 
may anticipate,” said he, “in the year 1917 the Milwaukee road 
alone, not counting the North Western Railroad nor the Wis. 
consin Central-Soo Line, which had a large volume of traffic 
out of Milwaukee, handled 31,000 cars of beer, and that is about 
100 cars a day. ~ 
“We figure that for every car of beer produced, there are 
cars into the brewery, of coal, barley, hops, and all of 


Total 


/ those articles that must be consumed, so that taking the 31,000 


cars of outbound traffic for 1917, we have estimated—and we 
have not any actual experience figures—that the Milwaukee 
road alone handled 90,000 cars in and out of Milwaukee for the 
year 1917, which means about 300 cars a day. 


“If we could get the business up to that in Milwaukee 
again, it would be a wonderful thing, for it would mean a lot 
of work for our employes and would be a fine thing for every: 
body.” 

Mr. Cull said it was difficult to make an accurate estimate 
of the money value to the Milwaukee or to any road, in fact, of 
the proposed modification of the Volstead act, but that he had 
made a conservative estimate that the Milwaukee road would 
benefit immediately to the extent of $2,000,000 to $2,500,000 per 
annum as the direct result of handling commodities for brew- 
eries in and out, and that this figure did not take into account 
the hundreds of commodities in back of the actual brewery op 
eration, such as cooperage materials, steel, glasses, store fix 
tures, and particularly the construction of buildings, equipment, 
machinery, and other paraphernalia which should develop im 
mediately. 

Mr. Cull said that after figuring that in the year 1917 the 
railroads handled about 7,000,000 tons of brewery products, it 
was his conclusion that immediately the railroads should benefit 
from the amount of material for the use of the breweries and 
those that supplied the breweries to the extent of a minimum 
of $50,000,000 a year, based on an expected consumption of 40, 
000,000 barrels a year. If the consumption got to 60,000,000 
barrels, said he, he would raise his figure to $75,000,000 a year. 
He added another $30,000,000 for traffic that would result from 
construction of buildings, equipment and machinery. 

“It is really a $100,000,000 proposition as far as the rail 
roads are concerned, that is, we have that potential possibility.” 

Samuel F. Miller, representing the Chicago & North West 
ern Railway, said he supported Mr. Cull’s statement as to the 
importance of modification from the transportation point of 
view and revenue. He submitted a table showing that for the 
calendar year 1919 the C. & N. W. had 73,212 tons of traffic 
from brewery service and revenue of $145,929.98. For 1917 the 


tonnage was 178,965 and the revenue $356,589.30. 
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Decisions of Interstate Commerce Commission 





HOCH-SMITH COTTONSEED 


N upward revision of rates on cottonseed, its products and 

related articles, throughout the country, to be effective not 
later than April 8, has been ordered in No. 17000, part 8, Hoch- 
Smith cottonseed, its products and related articles, opinion 
No. 18187, 188 I. C. C. 605-69, and the seventy odd cases joined 
with it. Those cases are: 

I. and S. No. 2759, cottonseed and related vegetable products 
from southwestern territory to central, eastern, and southern 
territories; I. and S. No. 2820, vegetable oils and related articles 
in official classification territory; I. and S. No. 2884, vegetable 
oils and oil foots from Texas to Fort Wayne, Ind., and Buffalo, 
N. Y.; I. and S. No. 2926, vegetable oils and related articles in 
official classification territory; I..and S. No. 2995, vegetable oils 
and related articles in official classification territory; I. and S. 
No. 3036, cottonseed hull fiber or shavings from southwestern 
points to Mississippi and Ohio River gateways and western trunk 
line territory; I. and S. No. 3067, cottonseed and other vege- 
table oils from the southwest to interstate points; I. and S. 
No. 3098, cottonseed and vegetable oils from Texas common 
points to Baltimore, Md., and Boston, Mass.; I. and S. No. 3121, 
cotton linters from the southwest to interstate points; I. and 
S. No. 3330, cottonseed hull fiber and shavings from and be- 
tween points in central territory; I. and S. No. 3564, cottonseed, 
in carloads, from points in South Carolina to Savannah, Ga.; 
No. 14594, American Linseed Co. vs. B. R. & P. et al.; No. 
14683, Spencer Kellogg & Sons, Inc., vs. B. R. & P. et al.; 
No. 15425, International Vegetable Oil Co. et al. vs. A. & R. 
et al.; No. 16300, Armstrong Packing Co. et al. vs. A. & S. 
et al., and five sub-numbers thereunder, each, Same vs. Same; 
No. 16528, Southland Cotton Oil Co. et al. vs. A. & S. et al.; 
No. 16587, Lever Brothers’ Co. vs. D. L. & W. et al.; No. 16928, 
Manufacturers’ Association of Chicago Heights vs. B. & O. 
et al.; No. 17270, American Linseed Co. vs. N. Y. S. & W. 
et al., and a sub-number thereunder, Spencer & Kellogg & Sons, 
Inc., vs. Same; No. 17339, C. F. Simonin’s Sons, Inc., vs. C. I. 
& W. et al.; No 17457, Humphreys-Godwin Co., Inc., vs. A. & S. 
et al.; No. 18026, Arkansas Cotton Seed Crushers’ Association 
vs. A. C. & Y. et al.;, No. 18379, Texas Cottonseed Crushers’ 
Association et al. vs. A. & R. et al.; No. 18405, Interstate Cot- 
ton Oil Refining Co. vs. C. B. & Q. et al.; No 18841, Alabama 
Cotton Seed Crushers’ Association vs. L. & N.; No. 18890, 
Lever Brothers Co. vs. B. & A. et al.; No. 18935, East St. 
Louis Cotton Oil Co. vs. A. & S. et al.; No. 19069, Arkansas 
Cottonseed Crushers’ Association vs. C. R. I. & P. et al.; No. 
19088, The Blanton Co. vs. A. & V. et al.; No. 19141, Refuge 
Cotton Oil Co. et al. vs. A. & V. et al.; No. 19162, Southern 
Coiton Oil Co. vs. I. C. et al.; No. 19165, Procter & Gamble 
Manufacturing Co. vs. Akron & Barberton Belt et al.; No. 
19169, California-Arizona Ginners’ & Crushers’ Association et 
al. vs, Apache Railway Co. et al.; and a sub-number there- 
under, Same vs. A. T. & S. F. et al.; No. 19176, National Cot- 
tonseed Products Corporation et al. vs. A. & V. et al.; No. 19194, 
Procter & Gamble Co. vs. A. & S. et al.; No. 19270, Southern 
Cotton Oi] Co. vs. Ann Arbor et al.; No. 19307, National Cotton- 
seed Products Corporation vs. A. & N. W. et al.; No. 19325, 
Southern Cotton Oil Co. vs. A. & R. et al.; No. 19533, East 
St. Louis Cotton Oil Co. vs. Southern Pacific et al.; No. 19642, 
Elberton Oil Mills vs. Virginia & Carolina Southern et al.; 
No. 20068, Graco Milling Co. vs. A. & S. et al.; No. 20108, 
Wilson & Co., Inc., of Oklahoma vs. B. & O. et al., and a sub- 
number thereunder, Swift & Co. vs. St. L.-S. F. et al.; No. 20130, 
Buckeye Cotton Oil Co. vs. A. & R. et al.; No. 20142, Ports- 
mouth Cotton Oil Refining Corporation vs. A. & R. et al.; No. 
20161, Best Foods, Inc., vs. C. R. R. of N. J. et al.; No. 20316, 
East St. Louis Cotton Oil Co. vs. Illinois Central et al., and a 
sub-number thereunder, Same vs. M. & O.; No. 20596, Armour 
& Co. et al. vs. A. & S. et al, and a sub-number thereunder, 
Wilson Co., Inc., of Oklahoma vs. Same et al.; No. 20972, 
Pittsburgh Plate Glass Co. vs. A. T. & S. F. et al.; No. 21010, 
Swift & Co. vs. A. & S. et al.; No. 21105, Armour & Co. vs. 
Erie et al.; No. 21132, Palmolive Co. vs. C. M. St. P. & P. et al.; 
No. 21138, Armour & Co. et al. vs. A. & S. et al.; No. 21151, 
Rome Oil Mills vs. Central of Georgia et al.; No. 21266, Peaslee- 
Gaulbert Co. vs. A. T. & S. F. et al.; No. 21336, Bisbee Linseed 
Co. vs. A. T. & S. F. et al.; No. 21399, Kuhn Paint & Varnish 
Works vs. Arkansas & Louisiana Missouri et al.; No. 21508, 
Swift & Co. vs. A. & S. et al.; No. 22310, Procter & Gamble Co. vs. 


C. B. & Q. et al.; No. 22469, Meridian Traffic Bureau for 
Lauderdale County Cotton Oil Co. vs. A. G. S. et al.; No. 23048, 
Interstate Cotton Oil Refining Co. vs. A. T. & S. F. et al.; No. 
23472, Minehart-Traylor Co. vs. A. T. & S. F. et al.; and No. 
23727, Kelloggs & Miller, Inc., vs. N.Y. C. et al. 

The report in the case, written by Commissioner Farrell, 
does not say anything about the effect of the revision but the 
impression among those familiar with the matter is that the 
revision will cause an increase in a large number of rates. 
There is one positive indication, however, that the revision is 
upward. The present rates, for instance, on cottonseed oil in 
the southwestern territory are based on what is known as 
the No. 14150 scale. That scale provides rates for the first 
500 miles that are approximately 22.5 per cent of the first 
class rates. Beyond 500 miles they are graded downward until 
at 1,500 miles the rates are about 19.5 per cent of the first 
class rates. 

New rates on cottonseed oil in that territory are to be on 
the basis of 25 per cent of the first class rates. Rates in other 
parts of the country are not on as definite basis as in the 
southwest, where the traffic is relatively dense, hence it is 
impossible to show in such a broad way that the new rates 
will be higher than the existing ones. 

The increase, it is believed, is largely in the rates on oil. 
That commodity moves in tank cars. It is not supposed to be 
so susceptible to transportation by truck as the meals, fibres, 
linters and hulls. 

For the purposes of this case the country was divided into 
the northeastern region composed of trunk line and central 
territories; southeastern region corresponding to southern clas- 
sification territory; the southwestern region corresponding to 
southwestern lines’ territory; north central region, composed 
of Zones I and II as defined in the western class rate revision 
and Zone B-I in Missouri; west central region, comprising Zone 
III and Sub-Zone III of the western class rate revision; and the 
mountain-Pacific region consisting of practically the region as 
defined in Increased Rates, 1920. 

The general-scheme of rates is based on percentages of 
the first class rates in each territory. Interritorial rates, how- 
ever, are to be made in accordance with a rule that is new, the 
purpose of which is to give each of the carriers parties to a 
through movement the full benefit of the rate level of the re- 
gions through which the traffic moves, except that the route 
making the lowest rate is to be used, rather than the shortest 
route. That is to say, for example, if the lowest rate from Dal- 
las, Tex., to Cincinnati, O., “makes” through western trunk line 
territory that route is to be used in the making of the rate even 
if there are shorter routes via the lower Mississippi crossings. 
The rule for the construction of the rate and the exception 
thereto are hereinafter given in full. Groups of commodities on 
which the new rates are to be applied are: Cottonseed, cotton- 
seed cakes and meals, flaxseed cakes and meals and other vege- 
table cakes and meals in one group; cottonseed fiber and linters 
in another; cottonseed hulls in another; vegetable, fish and sea- 
animal oils in still another; and vegetable oil foots,’ sediments 
and tank bottoms, inedible greases and tallows and soap stocks. 

The prescribed rates on cottonseed and vegetable cakes 
and meals are to be 18.5 per cent of the first class rates in the 
southwestern and southeastern regions. In the north central 
territory they are to be 18.5 per cent of the average of the first 
class rates in Zones I and II. In mountain-Pacific region they 
are to be 115 per cent of the rates in the southwestern region. 
In the northeastern region they are to be made 22.5 per cent of 
the first class rates, which are approximately 87.5 per cnt of 
the rates in the southeastern region. 

On cottonseed hulls in the southwestern, southeastern and 
west central regions the rates are to be 14 per cent of the first 
class rates, which will make them approximately 75 per cent 
of the cottonseed, cottonseed cake and meal rates. In the north 
central region they are to be 14 per cent of the average of the 
first class rates in Zones I and II: in the mountain-Pacific re- 
gion, 115 per cent of the rates in the southwestern region and 
in the northeastern region they are to be 17.5 per cent of the 
first class rates. 

The basis of rates on the oils, vegetable, fish and sea-ani- 
mal is 25 per cent of the first class rates in the southwestern, 
southeastern and west central regions; in the north. central re- 
gion, 25 per cent of the average of the first class rates in Zones 
I and II; in the mountain-Pacific, 115 per cent of the southwest- 
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ern rates; and in the nertheastern region, 30 per cent of first 
class rates, 

The basis on feots, sediments, tank bottoms, inedible greases 
and fallow and soap stock is to be 20 per cent of the first class 
rates in the southwestern, southeastern and west central re- 
gions, or about 80 per cent of the vegetable oil rates. In the 
morth @@ftral region the basis is to be 20 per cent of the aver- 
age @¢ the first class rates in Zones I and [I and in the north- 
east@rn region, 25 per cent of the first class rates. : 
i Owing to the difficulty in distinguishing between linters and 
fibres, the rates on these commodities have beéA based upon the 
carload minima, graduated. In the southwestern, southeastern 
and west central regions the rates aré to be 22.5 per cent of the 
first class rates on a minimum of 40,000 pounds; 30 per cent on 
a minimum of 30,000 pounds and 40 per cent on a minimum of 
20,000 pounds. These Minima and the percentages of the first 
class rates are to apply on an average of the Zone I and Ii first 
class rates. Pa the mountain-Pacific region the rates ate te be 
4113 per cent Of the rates in the southwestern region. In the 

heast®MA region they are to be 27.5 per cent of first class on 
@ min#aum of 40,000 pounds; $7.5 per cent of first class on a 
mintawm of 30,000 pounds and 47.5 per cent on a minimum of 
20,0@ pounds. 

The new rule or principle for the making of interritorial 
‘rates, it is believed, wi cause an immense amount of labor on 
the part of tariff publishing agents, because it seems to require 
the making of definite point to point rates where the transporta- 
tion is to be from one region to another. The rule or principle 
and the exception thereto follow: 


Where a shipment is transported in two or more of thé regions 
described in this report, we think the through rate to be applied to 
the transportation of the shipment should be the aggregate of charges. 
fer transportation in each region of the commodity included in the 
‘shipment, ascertained by applying the same rate pe? mile for the 
transportation in each region as would be proper if the transportation 
‘services were performed by the carriers wholly within that region. This 
will furnish to the carriers compensation for transportation services 
performed by them in a particular region which will be commensurate 
with the character and extent of such services and which will bear a 
proper relation to the through rate assessed and collected for the 
transportation of the shipment from point of origin to point of final 
destination. It will also eliminate unfair an dannoying discriminations 
between shippers located in the same vicinity but on opposite sides 
of a boundary line that separates a territory having a certain rate 
level from another territory to which a higher rate level is applied 
where both shippers desire transportation to a particular market anc 
one of the shippers is accorded a rate of transportation based gen- 
erally upon transportation conditions pervailing in the lower rated 
territory, while the other is required to pay a higher rate and the ex- 
cess per mile is not confined to the mileage over which the transpor- 
tation services are performed in the higher rated territory. An illus- 
tration of the result of making through rates in accordance with the 
method herein approved is as follows: If the shipment is transported 
in three regions over a distance of 900 miles and the rate for_trans- 
portation over that distance is 42 cents in the first region, 48 cents 
in the second region, and 54 cents in the third region, and the distance 
over which the shipment is transported is 300 miles in each of the 
three regions, portions ef the through rates would be one-third of 42 
cents, or 14 cents, in th® first region; one-third of 48 cents, or 16 cents, 
in the second region; and one-third of 54 cents, or 18 cents, in the 
third region. Thig would result in a through rate of 48 cents to be 
— to the transportation from point of origin to point of final des- 

nation, 

Distances to be used in establishing rates.—The distances to be 
used jn establishing the rates herein prescribed shall be those via the 
sh t routes over which the traffic can be moved without transfer 
@ lading, except that where, on account of differences in rate levels 
@& between different regions, rates based upon longer distances over 

er routes will be lower than those based upon the short-line dis- 
tances, such lower rates shall be applied. 


The report said that to the rates prescribed the carriers 
might add the charges permitted in Fifteen Per Cent Case, 
1931, 178 I. C. C. 5389 and 179 I. C. C. 215. 

Transit was not included in the order based on this report. 
But the report said that transit and the rates, rules and regula- 
tions pertaining thereto, now in effect, were to be applied in 
connection with the rates herein prescribed, without prejudice 
to the right of the carriers to make changes in accordance with 
their right to file new tariffs under section 6 of the interstate 
cemmerce law, after the new rates had been established. 
~~ Short and weak lines, the report said, might add arbi- 
traries that had heretofore been prescribed or approved by 
the Commission. 

The Commission said that the rates prescribed were high 
enough to enable the carriers to forego the arbitrary of two 
cents proposed for crossing the Mississippi via crossings, 
Thebes, Ill, and below. 

No finding was made as to fourth section relief for which 
the carriers had applied in applications set for hearing in con- 
nection with this case. The Commission said that the applica- 
tions had been disposed of in fourth section orders heretofore 
issued. Therefore no finding was made in this report. 

The Commission said that it deemed it unnecessary to 
make findings on allegations of discrimination and undue 
prejudice as the new basis of rates would take care of such 
situations. It said that the divisions of territory made in this 
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report made it unnecessary to deal with Texas and New Mex. 
ico differential territories. It said that no arbitraries shoulg 
be added on account of them. The matter of constructive 
mileage in New York harbor, it said, had been disposed of in 
the eastern class rate revision and that no separate findings 
authorizing such cofistructive mileage were needed in this 
@ase. It said that the complaints requesting reparation would 
be separately heard hereafter and that a proposed report 
would be issued. There are nearly fifty of such cases in the 
list of those hereinbefore cited. 

With regard to intrastate and import and export rates, the 
report said: 


Intrastate and interstate rates:—In a few of the lafgé numbér of 
separate eompl#ihtS céhkblidated with and madé a part of this pro- 
ceeding it 18 allegéa that certain intrastate rates Cause unjust dis- 
crimination against interstate comimércé #hA undue prejudice against 
persons ahd plates therein engaged, and thé Fe#erd ihcludés censid: 
erablé evidence which was introduced in support 6f the allegations. 
These violations of section 13 of the act were based up6H# ad fact 
that in each instance the intrastate rates in force and applfcable to 
particular transportation services were lower than those conteriipé- 
raneously applied to like services in connection with transportation iil 
interstate commerce, notwithstanding that both classes of services 
were performed by the respondent carriers under substantially simi- 
lar circumstances and conditions. The contention that the trans- 
portation services are performed in connection with both classes of 
traffic under similar circumstances and conditions is supported by the 
record, but since this is a cooperative proceeding in which, as herein- 
before stated, the state commissions participated, and because it is 
reasonable to expect that they will prescribe rates for the transporta- 
tion in intrastate commerce which wili be in harmony with the rates 
hereih ne for triinsportation in intérstate commerce, of the 
commodities covered by this report; wé will not make now any find- 
ing of order if connéction with the thirteénth-séction allegations 
mentioned. If the state authorities declirie to permit the establish- 
ment of intrastate rates in harmony with such ititerstate rates, within 
a reasonable period of time, intérested parties may apply to us for 
definite action in the premises. 

Import and export rates.—While the hearings weré héiig ¢on- 
ducted and also upon oral argument in this proceeding it was from 
time to time contended that the rates in force and applicable to the 
transportation of the commodities here involved where the shipments 
originated in or were destined to foreign countries were not properly 
related as between the different ports, and that the rates of trans- 
portation to be applied to such import and export traffic should be 
somewhat less than those contemporaneously applied to the trans- 
portation of domestic traffic between the same points within the 
United States. Such disparities in rates, however, do not appear to 
us to be justified by evidence in the record pertaining to transporta- 
tion conditions which it is proper to consider in determining maximum 
reasonable rates, and we think the rates and rate relations herein 
prescribed, as compared with the latter conditions, will remove any 
unlawful discrimination caused by differences in rates which may now 
exist as between shipments to and from the different ports. 


Commissioner Brainerd, concurring, pointed out that the 
commodities dealt with in the report were basic products of 
agriculture produced in large quantities in all parts of south- 
western (including the Texas Panhandle territory) and south- 
eastern regions and frequently moved to common points. He 
said that while he had concurred in the report he was of the 
opinion that the rate level should be the same throughout that 
entire territory. He said that the justification for increasing 
the rates on oil was said to be found in changed conditions and 
the ability of the traffic to stand high rates. However that 
might be, he said, it appeared that the present values were 
substantially less than at any time since 1928. 

Commissioner Brainerd said that it would be observed that 
the rates prescribed were maximum and, he said, it was prob- 
able that competition from other agencies of transportation 
would force a more or less uniform rate. level throughout the 
producing territory. 


AUTOMATIC TRAIN CONTROL 


In No. 13413, in the matter of automatic train control de- 
vices, Pennsylvania Railroad, the Commission, on further con- 
sideration, in a report written by Commissioner McManamy, 
has granted a petition of the Pennsylvania that orders of June 
13, 1922, and January 14, 1924, as amended, be modified, in so 
far as those orders affect petitioner, to permit operation by the 
petitioner of locomotives equipped with automatic cab signals, 
in lieu of automatic train control devices. The Commission 
prescribed specifications and requirements for continuously con- 
trolled automatic cab-signal system to be installed in lieu of 
the automatic train-control devices. It was stated that the 
elimination of the automatic train-stop .equipment would result 
in an estimated annual saving of $35,000. 

In No. 13413, in the matter of automatic train control de- 
vices, Chicago, Burlington & Quincy Railroad, the Commission, 
on further hearing, in a report written by Commissioner Mc- 
Manamy, has suspended until further orders, the orders of 
June 13, 1922, and January 14, 1924, as amended, requiring in- 
stallation of automatic train-stop or train-control devices on 
lines of the Chicago, Burlington & Quincy. The relief applies 
to that part of the Burlington’s line between Creston, Ia., and 
Lincoln, Neb. Commissioners Aitchison and Eastman dissented. 
The report said the suspension would permit a saving of ap- 
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proximately $15,000 a year. It pointed out that the record 
showed that in the first seven months of 1932 the Burlington 
had failed to meet its interest charges by $259,663. The Bur- 
ington felt, said the report, that under present and future 
conditions the money now devoted to maintenance and opera- 
tion of the automatic train-stop device could be and should be 
spent on general maintenance of the property. In seeking this 
saving, said the report, the Burlington did not feel that it was 
subordinating safety thereto, holding that the operations in 
question would be as safe if the petition were granted as they 


were at present. 


COMMISSION REPORTS 


Green Salted Hides 
No. 25109, England, Walton & Co., Inc., vs. Pennsylvania. 
By division 5. Dismissed. Carload rate, green salted hides, 
Chicago, Ill., to Olean, N. Y., applicable. 


Lumber 


No. 24534, Geo. E. Breece Lumber Co. vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rates, lumber and forest 
products, Albuquerque, N. M., to destinations in central and 
trunk line territories, applicable, not unreasonable, or otherwise 
unlawful. Commissioner Lee concurred. 


Wood 


No. 24244, Carrollton Excelsior & Fuel Co., Ltd., vs. South- 
em et al. By division 3. Dismissed. Rates, wood, points in 
Mississippi to New Orleans, La., not shown to have been un- 
reasonable or otherwise unlawful. 


Iron and Steel Articles 

No. 24516, Keokuk Traffic Association vs. A. T. & S. F. et al. 
By division 3. Supplemental report. Finding in former report, 
188 I. C. C. 211, that intrastate rates on iron and steel articles, 
in carloads, from certain origins in Illinois to certain destina- 
tions in Illinois were unduly preferential of those destinations 
and unduly prejudicial to Keokuk, Ia., rescinded. Original 
order vacated and complaint dismissed. Complainants and de- 
fendants asked modification of the original report and order 
so as to relieve defendants from establishing increased Illinois 
intrastate rates prescribed therein, or in the alternative that 
the Commision set aside the previous report and order and 
dismiss the complaint. The Commission said the undue pref- 
erence and prejudice found to exit had been removed. 


Apples, Persimmons, Etc. 


I, and S. No, 3738, fruit stored in transit in the southwest. 
By division 3. Schedule proposing changes in the rates and 
rules on interstate carload shipments, apples, grapes, pears, 
persimmons, or prunes stored in transit at points in Arkansas, 
Oklahoma, Louisiana, and Texas, found justified in part and 
not justified in part. Suspended schedule ordered canceled 
and proceedings discontinued. The finding of nonjustification 
is as to paragraph (b) of the rule governing storage in transit. 
That proposal was that “when the actual weight of a shipment 
from storage in transit station is less than the minimum, the 
difference between the actual and minimum weight shall be 
charged for at the carload rate in effect on date of shipment 
from storage in transit station to destination on the commodity 
forwarded, and may be used to make up the carload minimum, 
except that when the actual weight of a shipment into the 
transit station is less than the minimum weight and a like 
actual weight is forwarded from the transit station, charges at 
remainder of through rate from point of origin to destination 
subject to the minimum weight from point of origin to final 
destination will be applied.” The Commission said the pro- 
posed rule would have the effect of making greater charges for 
smaller shipments than for larger ones. The other paragraphs 
of the proposed rule, three in number, were found justified with 
an admonition that the wording of paragraph (d) be clarified. 


Brick 
No. 24283, Best Brick Co. vs. Southern et al., and a sub- 
number thereunder, Atlas Brick Co. vs. Same, and No. 24632, 
Union Clay Products Co., Inc., vs. Same. By division 3. Dis- 
missed. Rate, brick, Albion, Ill., to St. Louis, Mo., found ap- 
plicable. 
Asphalt Rock Fourth Section 


Fourth Section Application No. 14817, asphalt rock from 
Los Tanos and Santa Rosa, N. Mex. By division 2. Authority 
granted, subject to the circuity conditions carried in the 3314 
per cent, 50 per cent and 70 per cent circuity rule to establish 
and maintain rates, crushed or ground asphalt, Los Tanos and 
Santa Rosa, N. Mex., to destinations in Arkansas, Colorado, Kan- 
sas, Missouri, Nebraska, Oklahoma, and Texas, without observ- 
ing the long and short haul part of section 4. The authority is 
granted in Fourth Section No. 11099, issued upon application 





of the Chicago, Rock Island & Pacific and other carriers, parties 
to Rock Island I. C. C. No. C-11716. 


Horses and Mules 


I. and S. No. 3781, combination rule, horses and mules. By 
division 3. Proposed cancellation, combination rule affecting 
combination rates, horses and mules, Wichita, Kan., and points 
in Oklahoma to destinations in southeastern and Carolina ter- 
ritories, not justified. Suspended schedules ordered cancelled 
and proceeding discontinued. 

Molding Sand 


No. 24309, Malleable Iron Range Co. vs. C. M. St. P. & P. 
et al. By division 5. Rate, molding sand, Avery, O., to Beaver 
Dam, Wis., unreasonable to the extent it exceeded or may 
exceed a rate or rates named on the bases found reasonable 
on molding sand in Industrial Sand Cases, 1930, 188 I. C. C. 99. 
New rate to be made effective not later than March 11. Repara- 
tion awarded. 

Shipping Baskets, Etc. 

No. 25012, Edgerton Manufacturing Co. vs. A. C. L. et al. 
By division 5. Rates, wooden fruit and vegetable shipping 
baskets and crate material, mixed carloads, Plymouth and Paoli, 
Ind., to points in Florida, inapplicable. Applicable rates found 
to have been: from Plymouth to Geneva, 57 cents; Orlando, 
54.5 cents; Avon Park, 55 cents; Florence Villa, Lakeland, and 
Eagle Lake, 54.5 cents; and Wauchula, 55.5 cents; from Paoli 
to Arcadia and Avon Park, 46.5 cents; Frost Proof, 47 cents; 
and Florence Villa, 46 cents, minimum 33,600 pounds. Repara- 
tion awarded. Defendants required to change the publica- 
tion of their rates from given amounts a car to given amounts 
a 100 pounds, within 90 days after the service of this report. 
No order, however, was issued, but the report said that if the 
change was not made the complainant might bring the matter 
to the Commission’s attention by appropriate petition. 


Citrus Fruit 
No. 25108, Chandler Davis Co. et al. vs. A. C. L. et al. By 
division 3. Dismissed. Weights and charges, citrus fruit, Cler- 
mont and Lakeland, Fla., to Portland, Me., not unreasonable. 
Commissioner McManamy dissented. 


Contractors’ Outfits 


No. 25021, Oklahoma Contracting Corporation et al. vs. 
A. T. & S. F. et al., embracing also a sub-number, H. C. Price, 
as Welding Engineering Co. et al. vs. Alton et al. By division 
3. Dismissed. Rates, interstate shipments of contractors’ out- 
fits, between points in Alabama, Arkansas, Illinois, Indiana, 
Iowa, Kansas, Louisiana, Mississippi, Oklahoma, South Caro- 
lina, Tennessee, and Texas, on the one hand, and points in 
Alabama, Arkansas, Illinois, Indiana, Iowa, Kansas, Kentucky, 
Louisiana, Missouri, Oklahoma, and Texas, on the other, not 
unreasonable. Commissioner Brainerd, concurring, said he was 
of the opinion that the rates from, to and within the respec- 
tive territories should be on a more comparable basis. At 
present, he said, there was too great a disparity in the ratings 
and rates on this commodity in the various classification terri- 
tories. 

Second-Hand Contractors’ Outfit 


No. 24776, Lynn Atkinson et al. vs. Southern Pacific. By 
division 3. Dismissed. Carload rates, used or second-hand con- 
tractors’ outfit, San Carlos, Ariz., to Valley Spring, Calif., ap- 
plicable. Commissioner McManamy dissented. 

No. 21025, Dann-Gerow Co., Inc., et al. vs. A. G. S. et al. 
Report of Commission on further consideration. By Commis- 
sioner McManamy. Former findings and order in original re- 
port, 161 I. C. C. 678, modified so as to permit the same group- 
ing as was approved in Brick and Clay Products in the South, 
88 I. C. C. 543, 155 I. C. C. 730. 


T. & N. 0. PROPOSED CONSTRUCTION 


The Commission, by division 4, in Finance No. 8995, Texas 
& New Orleans Railroad Co. proposed construction, has denied 
the application of the Southern Pacific’s subsidiary mentioned, 
to construct an extension of its line, about 1,000 feet long, in 
Port Arthur, Tex. The extension would have made a connec- 
tion between the applicant and the Texarkana & Fort Smith, 
the latter a subsidiary of the Kansas City Southern over which 
it would have been able to make deliveries of casinghead gas- 
oline to the Gulf Refining Co. in a way believed to be satisfac- 
tory to the refining company by the elimination of fire hazard. 
The connecting track was estimated to cost $9,498. For at 
least five years, the report said, the Southern Pacific had not 
been able to handle any casinghead gasoline for the Gulf re- 
finery except a few cars it had delivered to the Kansas City 
Southern at Beaumont, the latter being able to make delivery 
satisfactory to the Gulf. 

About a carload a day was estimated as the volume of 
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business in the first year. The Commission said that that was 
a small volume. The evidence as a whole warranted the con- 
clusion, said the Commission, that no shipper or receiver of 
freight would be affected materially, unless it was the Gulf, 
which had remained silent. In the present instance, the report 
added, it was not possible to determine where the Gulf’s inter- 
est lay and that there was nothing of record to indicate that 
the Gulf would give any of its casinghead business to the ap- 
plicant if the proposed connection were built. It might prefer 
to receive its whole supply over the present route, the report 
said, where there was no question of danger to its plant. 


Ss. A. & A. P. ABANDONMENT 


The Commission, by division 4, in Finance No. 9283, San 
Antonio & Aransas Pass Railway Co. et al. abandonment, has 
authorized the named applicant to abandon, and the Texas & 
New Orleans Railroad Co., lessee to abandon operation of, a 
branch of the San Antonio extending from Shiner Junction to 
Gonzales, Tex. The branch is about 21 miles long but the 
owner and the lessee desire to retain about 1.5 miles of it as a 
part of the yard and industrial tracks of the Texas & New 
Orleans at Gonzales. 

Much traffic formerly handled over the line, the report 
said, was now transported by motor cars over the highways, 
the region being devoted to cotton and livestock. The traffic 
now handled over the segment or which there was any reason- 
able probability of handling, according to the report, was said 
to be wholly insufficient to support a railroad. 


LOANS TO RAILROADS 


In its sixth supplemental report in Finance No. 9152, New 
York, Chicago & St. Louis Railroad Co. reconstruction loan, 
the Commission, by division 4, has relaxed restrictions imposed 
with respect to the loan of $5,600,000 heretofore authorized in 
connection with meeting the maturity of $20,000,0Q0 of the ap- 
plicant’s 3-year unsecured gold notes. The Commission in its 
previous order provided that before any advance be made on 
the loan, the railroad company should deposit with the R. F. C. 
evidence satisfactory to that corporation that the holders of 
substantially all the notes would extend 75 per cent of the 
principal thereof to a maturity date not earlier than the 
maturity date of the loan. 

The applicant has advised the Commission that more than 
82 per cent of the notes have been deposited or promised for 
deposit, and that the active opposition to the refunding plan is 
limited to the holders of only 0.29 per cent of the total amount 
of the notes and that approximately 6 per cent of the notes 
have not been located. The proposal of the carrier, which the 
Commission will permit to be made effective, follows: 


By an amended and supplemental application filed November 30, 
1932, the applicant requested that the Finance Corporation, with our 
approval, make available $5,600,000 under the loan for the purpose of 
paying 25 per cent of the face amount of notes, with interest due 
October 1, 1932, which have been or will be deposited. At the same 
time the applicant would deposit cash to pay the interest on 25 per 
cent of the principal amount of the notes from October 1 to Decem- 
ber 1, 1932, or some later date, at the rate of 6 per cent per annum. 
Under this arrangement, cash, as well as new notes covering the 
refunding of 75 per cent of the matured notes, would thus become 
immediately available to depositors and to non-depositors surrender- 
ing their securities. Upon surrender of notes or certificates of de- 
posit to the Guaranty Trust Company of New York, each holder 
will receive in respect of each $1,000 note the following: (a) $250 in 
cash, representing 25 per cent of the principal amount of note; (b) 
$30 in cash, being the payment of interest due October 1, 1932; (c) $3 
in cash to cover interest at 6 per cent per annum on the $250 cash 
payment from October 1, 1932, to December 12, 1932; and (d) $750, 
principal amount, of the applicant’s new 3-year 6 per cent gold 
notes dated October 1, 1932, and due October 1, 1935, being 75 per 
cent of the principal amount of the surrendered note. The condition 
will be prescribed that if a receiver be appointed of the applicant 
or its property, all such disbursement of funds from the loan of 
$5,600,000 shall terminate. 


N. Y. C. CONTROL OF C. A. &S. 


Asserting that the only way it could now acquire the prop- 
erty of the Chicago, Attica & Southern Railroad Co. as required 
by the Commission in Finance No. 8672, would be by obtaining 
a loan therefor from the Reconstruction Finance Corporation, 
the New York Central Railroad Co. has petitioned the Com- 
mission for rehearing. (See Traffic World, Nov. 12, p. 912.) 

In its report the Commission found that the N. Y. C. should 
offer to acquire the Attica for $165,000. Rehabilitation of the 
property the Commission found, according to the petitioner, 
would cost $1,150,000. 

The petition for rehearing, in effect, raises the question 
whether the Commission, in view of the financial condition of 
the N. Y. C. and prevailing economic and financial conditions, 
should require the N. Y. C. to acquire the Attica. 

“The considerations of broad public interest which induced 
the view that strong, prosperous trunk lines with an excess of 
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available resources should acquire unremunerative short lines 
become the very considerations which require, in a time whe) 
trunk lines are no longer prosperous, that they be not y. 
necessarily burdened beyond their capacity,” said the N. Y,¢ 

The N. Y. C. said that so far as it was informed, the ap. 
proval of a loan from the R. F. C. of public funds for the 
acquisition and rehabilitation of the Attica would constitute ap 
expansion of purpose beyond that embodied in loans heretofore 
made to railroad companies. 

“It is submitted,” continued the N. Y. C., “that the Con. 
mission should now give consideration to the question whether 
it will approve such a loan for such a purpose. As the applicant 
is informed, such loans are authorized to be made only ag q 
temporary emergency expedient in the hope that the financig) 
aid so accorded will sustain the future stability of the railroads, 
and the Commission should consider whether this loan would 
not seriously tend in the opposite direction. 

“If, upon rehearing, the Commission nevertheless concludes 
that it will approve a loan from the Reconstruction Finance (Cor. 
poration for this purpose, it is submitted that the applicant 
be required to make offer to acquire the Attica, conditioned 
upon the grant of a loan for that purpose by the Reconstruction 
Finance Corporation.” 


UNION PACIFIC ABANDONMENT 


With Commissioner Mahaffie dissenting, the Commission, by 
division 4, in Finance No. 9608, has denied an application of 
the Union Pacific Railroad Co. for permission to abandon its 
so-called Grass Creek branch, extending from Grass Creek Junc. 
tion to Grass Creek, 5.59 miles, in Summit county, Utah. The 
Public Utilities Commission of Utah recommended that if 
abandonment was to be permitted the certificate should not 
become effective prior to January 1, 1934, unless by mutual 
consent of the interested parties. Due to the fact that a cement 
plant served by the line obtained a contract for furnishing 
cement for the construction of Boulder Dam, the applicant 
stated that it was willing to continue operating the branch 
while the traffic was available, and the parties agreed that the 
branch might continue in operation until January 1,, 1934, unless 
abandoned sooner by mutual consent, or unless, by reason of 
continued operation of the cement plant or other conditions 
which permitted of continued operation of the mine, the volume 
of traffic available justified retention of the line. The Com. 
mission said it did not feel disposed to issue a certificate which 
would become effective more than one year from this date, 
and that in view of the uncertainty expressed regarding the 
length of time during which the continued operation of the 
branch might be necessary, it would deny the application. Com- 
missioner Mahaffie thought the certificate should be issued as 
proposed, saying there was no excuse for causing the carrier 
and the public the expense of another proceeding. 


EMERGENCY INTRASTATE RATES 


The Commission has been advised that the federal court 
in the eastern district of Louisiana, in No. 581, State of Louisi- 
ana et al. vs. United States and Interstate Commerce Commis- 
sion, has issued a preliminary injunction forbidding the en- 
forcement of the Commission’s order in No. 25135, increase 
in intrastate freight rates, part 5, Louisiana, dated to become 
effective Dec. 16. The order required the railroads to impose 
the surcharges allowed in Fifteen Per Cent Case, 1931, 178 
I. C. C. 539, on the commodities mentioned, when moving in 
intrastate commerce. The case was argued on Nov. 28 before 
a court composed of Circuit Judge Foster and District Judges 
Borah and Cox. 

Arguments have been made in a three-judge court at Louis- 
ville, Ky., on the application of Kentucky for an injunction 
forbidding the enforcement of the Commission’s order direct- 
ing the railroads to impose on Kentucky intrastate traffic the 
surcharges permitted in the Fifteen Per Cent Case, 1931. The 
contentions of Kentucky were presented by J. V. Norman and 
answered for the Commission by J. Stanley Payne of the Com- 
mission’s legal staff. The court also heard W. A. Northcutt, 
general solicitor of the Louisville & Nashville, speaking for 
the carriers which had intervened in behalf of the Commission’s 
order. Elmer B. Collins was in court for the Department of 
Justice in the early part of the argument but was unable to 
remain until he could be heard, having to leave to be present in 
court in Arizona on a day that would not have interfered with 
his presentation of this case had the court at Louisville been 
able to begin proceedings at the time scheduled. 

Emphasis was laid by Kentucky upon her allegation of 
insufficiency of findings to support the Commission’s order. Mr. 
Norman contended that the Commission’s action was based 
on an inadequate record which could not support findings neces- 
sary to give the federal body power to override the acts of 
state authorities. Mr. Payne contended that the Commission 
had complied with the statute in the things necessary to give 
it jurisdiction over the matter, 
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December 17, 1932 


COAL TO ILLINOIS 


XAMINER D. C. DILLON has recommended the dismissal of 

No. 24654, Abingdon Sanitary Manufacturing Co. et al. vs. 
Artemus-Jellico Railroad Co. et al., on a finding that the rates 
on bituminous coal from the Inner and Outer Crescents in Ken- 
tucky, the Virginias, Pennsylvania and Tennessee to points in 
central Illinois, south and west of Chicago, are neither unrea- 
sonable nor otherwise unlawful. 

Galesburg, Williamsfield, Galva, Toulon, Wyanet, Abingdon, 
Monmouth, Altona, Oneida, Kewanee, Princeton, Cacomb, Wal- 
nut Grove, Prairie City, Avon, Adair and Table Grove users of 
coal alleged the rates were unduly prejudicial to them and 
unduly preferential of receivers of coal at Chicago and Peoria. 
They asked for new rates and reparation on shipments made 
since Aug. 1, 1929. The Coal Trade Association of Indiana, 
the Illinois Coal Traffic Bureau, Traffic Bureau of the Moline, 
Ill, Association of Commerce, Rock Island, Ill., Traffic Bureau, 
Davenport, Ia., Traffic Bureau and several dealers in or users 
of coal at Monmouth and Macomb intervened. The dealers and 
consumers, the examiner said, did not support the complaint 
but asked that they be granted affirmative relief to the same 
extent that it might be granted to the complainants. The 
complainants also asked that joint rates be established over 
some routes where combinations higher than the joint rates to 
some of the destinations mentioned were in effect. 

The present joint rates assailed, the examiner said, were 
the present equivalents, with some modifications, of combina- 
tions in effect prior to the rates established, in 1920, pursuant 
to the permission given the railroads in Increased Rates, 1920, 
58 I. C. C. 220. 

Varying percentages of increases allowed in that case, the 
examiner said, disrupted the relationship that had theretofore 
existed, as between the rates on coal from eastern territory on 
the one hand and coal from mines in southern territory in which 
mines in the two crescents lie on the other. An effort, by the 
L. & N., to better the relationship, as it contended, by increasing 
rates from the crescent mines on its rails to central territory, 
was found not justified in Coal from Kentucky, Tennessee and 
Virginia, 60 I. C. C. 166. 

The title complainant, the examiner declared, said that it 
was in competition with manufacturers of sanitary ware in 
Chicago and that the cost of fuel was an important item in the 
determination of the price at which it could sell its finished 
product. The examiner said there was no other evidence in 
support of the allegation of undue prejudice. The Commission, 
he said, could not adjust rates to offset natural or transporta- 
tion advantages so as to enable a complainant to market its 
product in a desired territory. 


S. E. LUMBER FOURTH SECTION 


Examiner H. C. Lawton, in fourth section applications No. 
12738 and others, lumber in the southeast, has recommended 
that fourth section relief be granted to railroads in the south- 
east to continue or establish and maintain rates on lumber from 
points in Alabama, Florida, Georgia, Mississippi and Tennessee 
to points in the Carolinas and Virginia subject to the 70 and 50 
ed ‘- circuity limitations heretofore used in other grants of 
relief, 

Application Nos. 12738 and 12646 were heard together. The 
latter sought relief only in connection with rates between points 
in North Carolina and Virginia on the one hand and South 
Carolina on the other. Application No. 12738, filed after No. 
12646, sought relief in connection with rates from Alabama, 
Florida, Georgia, Mississippi and Tennessee to points in the 
Carolinas and Danville, Va., also between points in North and 
South Carolina on traffic moving interstate. In view of the 
fact that the relief sought in that application Wis broader than 
No. 12646 the latter was disregarded. 

Application No. 12452, for the special relief of the Georgia 
& Florida, the examiner said, should be denied. Relief was 
Tecommended also for short and weak lines enabling them to 
meet the rates of standard lines at competitive points. The 
applicants objected to the maximum circuity limitations here- 
tofore imposed by the Commission but the examiner recom- 
mended imposition of circuity limitations. Their argument on 
that point as stated by the examiner, in part, follows: 


. _Applicants contend that the extent to which they should be author- 
ized to depart from the long-and-short-haul provision of section 4 
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should be measured by the relationship which the rates over the 
departure routes bear to the normal rates over such routes, rather 
than by maximum percentages of circuity. However, they ask that 
the relief granted be not made subject to any fixed rule, either of 
circuity or of rate relationship. They argue that there is no dis- 
position on the part of carriers to attempt to secure unprofitable 
traffic. Much of their evidence in this respect dealt with the reason- 
ably compensatory character of the rates from or to the competitive 
points over the departure routes. 4 the use of a formula similar 
to that proposed by applicant in ourth Section Application No. 
12378, Commodity Rates from Jacksonville to Miami, 101 I. C. C. 
347, applicants estimate that for one period prior to the hearing in 
the instant case a rate yielding approximately 70 per cent of the 
normal rate, and for another period a rate yielding approximately 66 
per cent of the normal rate under the basic scale, would be rea- 
sonably compensatory. These estimates are based on the theory, 
that expenses properly allocable to transportation are not propor- 
tionately enhanced by the hauling of additional traffic over the de- 
parture routes, and applicants state that they have no means of 
— the additional expenses incurred in handling such added 
raffic. 


CONSOLIDATED OIL CASES 


Recommendations as to the disposition the Commission 
should make of formal complaints joined with a Hoch-Smith 
proceeding have been made by Examiner Philip S. Peyser in 
No. 17561, American Refining Co., Inc., et al. vs. A. & R. et al., 
involving rates on petroleum products from southwestern groups, 
including New Orleans, La., and related points, to destinations 
in southern territory. The complaints, disposition of which he 
proposes in his report, were joined with the Hoch-Smith petro- 
leum proceeding disposed of in 171 I. C. C. 286. 

This report also embraces No. 17911, Arab Gasoline Co. vs. 
A. & R. et al.; No. 18061, Transcontinental Oil Co. vs. A. V. 
et al.; a sub-number, Piedmont Oil Co. vs. Same; No. 18451, 
Muscle Shoals Oil Co. et al. vs. Same; No. 20675, Col-Tex Refin- 
ing Co. vs. T. & P. et al.; No. 22252, Jackson Traffic Bureau et al. 
vs. A. T. & S. F. et al.; No. 23957, Midcontinent Petroleum 
Corporation vs. I. C. et al.; No. 24969, Independent Oil Co. vs. 
A. G. S. et al.; a sub-number, O. F. Maddux vs, A. G. S. et al.; 
No. 15373, Piedmont Oil Co. vs. A. & V. et al., and No. 16684, 
Florence Chamber of Commerce vs. A. & V. et al., as reopened. 

In Petroleum and Its Products, supra, the Commission said 
that complaints consolidated with it in which reparation was 
sought would be set for further hearing to determine whether 
the rates assailed were unreasonable in the past and whether 
reparation should be awarded. 

Examiner Peyser, in No. 17911, assailing rates on natural 
gasoline from Arab, Hydro and Eastland, Tex., said that the 
Commission should find unreasonable a rate of 73.5 cents from 
Arab and Arab Spur to Brunswick, Ga., to the extent it exceeded 
63 cents and award reparation. 


In Nos. 15373, 17561 and 18061, sub-No. 1, the examiner said 
the Commission should find not unreasonable rates on kerosene 
and gasoline from Fort Worth and Hodge, Tex., to Gastonia, 
N. C. 
In No. 230957, the examiner said the Commission should find 
the rates on petroleum products from Tulsa, Okla., to points in 
Kentucky unreasonable prior to March 15, 1932, to the extent 
they exceeded 41.5 cents to Bardwell and Mayfield, 46.5 cents to 
Madisonville, Morganfield, Russellville, Bowling Green and Eliza- 
bethtown, and 48 cents to Lebanon; also that the rate to 
Lebanon, since March 15, had been and for the future would be 
unreasonable to the extent it exceeded or might exceed 48 cents. 

In Nos. 16684, 18451, 24969 and a sub-number thereunder, 
the examiner said the Commission should find rates from the 
southwest on petroleum products to points in Alabama not un- 
reasonable except that on and after March 15, 1932, the rate 
from the New Orleans group to Russellville, Ala., was unreason- 
able to the extent it exceeded 38 cents and rates from points 
west of the Mississippi River were unreasonable to the extent 
they exceeded by more than 3.5 cents the contemporaneous rate 
to Florence, Ala. 

In No. 22252, Examiner Peyser said the Commission should 
find unreasonable the rates on petroleum products to points in 
Mississippi as follows: From the Shreveport group to Calhoun 
City between June 15, 1926, and Feb. 6, 1928, 31 cents and there- 
after 36 cents; from the north Texas group to Calhoun City, 
43 cents; from the Shreveport group to Fulton, 37.5 cents. He 
said the Commission should find other assailed rates not unrea- 
sonable except that on and after March 15, 1932, the rate assailed 
from the Shreveport group to Hackleburg was and for the future 
would be unreasonable to the extent it exceeded or might ex- 
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ceed 43 cents and award reparation on the rates found unreason- 
able in the past. 

In No. 20675, the examiner said the Commission should find 
that the portion of the rate from Colorado, Tex., to Birmingham, 
Ala., assailed by the Col-Tex Refining Co. had not been shown to 
have been unreasonable or unduly prejudicial. 

The examiner said that the Commission, in No. 18061, should 
find that the rates assailed were unreasonable to the extent 
they exceeded the following: From Fort Worth, Tex., to Ocala, 
Fla., 80 cents; from Boynton, Okla., to Atlanta and Macon, Ga., 
60 and 63 cents, respectively; and that the other rates assailed 
were not unreasonable. He recommended reparation. 


PROPOSED REPORTS 


Shortening, Etc. 

No. 25140, Interstate Cotton Oil Refining Co. vs. T. & P. et 
al. By Examiner R. G. Taylor. Rates, vegetable oil shortening, 
lard substitutes, and cottonseed cooking oils, straight or mixed 
carloads, Sherman, Tex., to destinations in New Mexico, pro- 
posed to be found unreasonable to the extent they exceeded or 
may exceed 96 cents to Magdalena, 97 cents to Hatch, $1.01 to 
Deming, $1.04 to Gallup, $1.05 to Silver City and Santa Rita, 
and $1.08 to Lordsburg. New rates and reparation proposed. 


Coal 


No. 25060, Shale Hill Brick & Tile Co. vs. C. B. & Q. et al., 
and three sub-numbers, Louisburg Elevator Co. vs. Same; A. F. 
Miller vs. Same; and Harwood Brothers vs. Same. By Exam- 
iner Myron Witters. Rates, bituminous coal, Mt. Olive, IIl., to 
Utica, Mo., not unreasonable. Rates, points in southern Illinois 
group to Louisburg, Kan., Raymore and Belton, Mo., not unrea- 
sonable prior to September 4, 1930, to Louisburg, and prior to 
August 20, 1930, to Raymore and Belton, but unreasonable on 
and after those dates to the extent they exceeded $3.22 to Louis- 
burg, and to Raymore and Belton to the extent they exceeded 
or may exceed the rate to Kansas City of $3.04. New rates and 
reparafion proposed. 

Grain Switching 


No. 25314, Flanley Grain Co, et al. vs. C. & N. W. et al. 
By Examiner Charles A. Rice. Dismissal proposed. Switching 
charges sought to be collected, grain, points in South Dakota 
stopped for transit service at Sioux City, Ia., and reforwarded 
to various points in the United States and to Dresden, Ont., not 
unduly prejudicial. Aggregate charges not unreasonable or 
otherwise unlawful. 

Switching Absorption 


No. 25002, St. Paul Live Stock Exchange vs. C. M. St. P. & 
P. et al., and a sub-number, Farmers Union Livestock Commis- 
sion Co. vs. Same. By Examiner Horace W. Johnson. Dismissal 
proposed. Failure of line haul defendants to absorb switching 
charges of the St. Paul Bridge & Terminal Railway on live 
stock, from the west and northwest to South St. Paul, not un- 
reasonable or otherwise unlawful. 


Bone Scrap and Meal 


No. 25147, George K. Hale Manufacturing Co. et al. vs. Alton 
et al. By Examiner T. Leo Haden. Rates, bone scrap and bone 
meal, Mount Airy, N. C., to Chicago, Ill., Detroit and Muskegon, 
Mich., and Cleveland, O., proposed to be found unreasonable 
to the exterft they exceeded or may exceed rates found reason- 
able on fertilizer and fertilizer materials for like distances in 
Fertilizer and Fertilizer Materials, 151 I. C. C. 613, also known 
as the Interterritorial case. The examiner said that to the 
rate proposed by him for the future and as a basis for repara- 
tion on shipments made on and after January 4, 1932, might be 
added the present authorized emergency charges. New rates 
and reparation proposed. Haden said the proposed finding 
should be without prejudice to any different conclusions which 
might be reached in Ohio Farm Bureau Federation vs. A. & W., 
146 I. C. C. 419, and Fertilizers Between Southern Points, 113 I. 
C. C. 389, which cases have been reopened. 


Coal 
No. 22930, Sub-No. 2, M. Campbell & Son et al. vs. A. T. & 
S. F. et al. By Examiner C. Garofalo. Dismissal proposed. 
Rates, coal, producing groups in Colorado and New Mexico to 
destinations in northern Nebraska, not unreasonable or other- 
wise unlawful. 


Steel Containers 


No. 24790, Alemite Corporation vs. B. & O. et al., embrac- 
ing also No. 25201, Eagle-Picher Lead Co. vs. Pennsylvania. 
By Examiner Harold M. Brown. Dismissal proposed. Carload 
rates, steel containers, Apollo, Pa., to Newark, N. J., applicable 
and the applicable rate not unreasonable. Complaint with re- 
spect to shipments to Niles, O., to Brills Station, N, J., dis- 


missed because complainant not a proper party before the Cop. 
mission. 
Corn 


No. 25148, Sperry Flour Co. vs. C. B. & Q. et al. By Ry. 
aminer J. H. Smith. Dismissal proposed. Finding of applic. 
ability as to charges, corn, points in transcontinental groups 
F and G in Kansas and Nebraska, stored in transit at Kansas 
City, Mo., thence transported to, and milled in transit at Los 
Angeles or South Vallejo, Calif., and on the products of such 
corn forwarded therefrom to destinations in California not 9 
the lines of the Southern Pacific Co. 


Sheep 


No. 20867, San Antonio Meat Co. et al. vs. D. & R. G. W. 
et al. By Examiner John J. Crowley on further hearing. Ree. 
ommends that Commission find that complainants and inter. 
veners are entitled to reparation on shipments of sheep, points 
in Utah to Los Angeles, Calif., to basis found reasonable ip 
original report, 179 I. C. C. 29. Those entitled to reparation 
are: San Antonio Meat Co., Associated Meat Co. of California, 
Woodward-Bennett Packing Co., Standard Packing Co., Mer. 
chants Packing Co., Union Packing Co., Newmarket Co., Fred 
L. Washburn and J. W. Condon, co-partners, trading as Wash- 
burn & Condon, George L. Mee and J. W. Henderson, co-part- 
ners, trading as California Livestock Commission Co.; Wilson 
& Co., Associated Meat Co., Cudahy Packing Co., Distributors 
Packing Co., United Dressed Beef Co., and D. H. Lillywhite, 


Petroleum Reparation 


No. 21605, Ainsworth Filling Station et al. vs. A. T. & S. F. 
et al., embracing also a sub-number, Best Oil Co. vs. A. T. & 
S. F. et al.; and No. 21753, Bahde Oil Co. et al. vs. A. T. & S. F. 
et al. By Examiner Robert M. Furniss on further hearing. 
Amounts of reparation due under rates on gasoline and other 
petroleum products taking the same rates from points in Kan- 
sas and Oklahoma to Ainsworth and other Nebraska points, 
found unreasonable in previous report, 172 I. C. C. 375, de- 
termined, as follows: Ainsworth Filling Station, $1,646.89; Ains- 
worth Oil Co., $5,470.97; Atkinson Independent Oil Co., $839.48; 
Best Oil Co., $494.28; C. & A. Service Station, $208.26; Dodge 
& Kuskie, $457.05; Farmers Union Cooperative Gas, Cream & 
Products Co., $710.85; Haigler Oil Co., $598.78; Larson Oil 
Co., $1,059.45; Veeder Oil Co., $368.28; Amos McCalley, $117.52. 


Windmill Elevator Pumps 


No. 25402, Star Bucket Pump Co. vs. Wabash et al. By 
Examiner T. Naftalin. Dismissal proposed. Applicable rates, 
hand or windmill elevator bucket pumps, and chain pumps, and 
parts therefor, St. Louis, Mo., to Atchison, Kan., not unreason- 
able. Applicable rate on rubber buckets, 64.5 cents based on 
actual weight. Applicable rate on balance of shipments 37 
cents, minimum 24,000 pounds. Undercharges outstanding. 


Tea, Coffee, Cocoa 


No. 25031, Jewel Tea Co., Inc., vs. E. J. & E. et al., em- 
bracing also No. 25058, Same vs. E. J. & E. et al.; No. 25066, 
Same vs. B. & O. et al.; and No. 25129, Same vs. C. & O. et al. 
By Examiner Horace W. Johnson. Dismissal proposed. Rates, 
tea, green coffee, cocoa and various other commodities, from 
north Atlantic ports to Barrington, Ill., not unreasonable or 
otherwise unlawful. 

Rayon Yarn 

No. 25227, Vassar Swiss Underwear Co. vs. Virginian et 
al. By Examiner Harold M. Brown. Charges, rayon yarn, 
L. C. L., Marcus Hook, Pa., and Roanoke, Va., to Chicago, IIl., 
applicable but unreasonable to the extent they exceeded such 
charges as would have resulted from the application of the 
first class rates. Reparation recommended. 


Gasoline 
No. 25386, Linderman Brothers vs. A. T. & S. F. et al. 
By Examiner John Davey. Dismissal proposed. Rates, gaso- 
line, points in Kansas, Oklahoma, and Texas to Prosser, Neb., 
not unreasonable. 
Bituminous Rock 


No. 25342, Ray L. Harris vs. I. C. et al. By Examiner 
L. B. Dunn. Recommends reparation on finding rate, bituminous 
rock, Rockport, Ky., to New Era, Ind., unreasonable to extent 
it exceeded $3.30. 
Calcium Chloride 
- No. 25489, Solvay Process Co. vs. D. L. & W. et al. By 
Examiner Carl A. Schlager. Recommends reparation of $177.05 
on finding rate, one carload calcium chloride, Solvay, N. Y., to 
Salem, Va., unreasonable to extent it exceeded 28.5 cents. 


Crushed Stone 


No. 25306, Crown Rock Co. vs. B. & O. et al. By Examiner 
Car] A. Schlager. Recommends reparation on finding rates, 
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gushed stone mixed with asphalt, from Big Clifty, Ky., unrea- 
gnable to the extent they exceeded $3.80 to Johnstown, Pa., 
$3.50 to New Brighton, Pa., $3.20 to Wyandotte and Wayne, 
Mich, $3.30 to Grand Haven, Mich., $3.60 to Saginaw, Mich., 
$3.30 to Milwaukee, Wis., and $3.70 to Menasha, Wis. 


Bismuth Metal 


No. 25207, U. S. S. Lead Refinery, Inc., vs. Indiana Harbor 
Belt et al., embracing also a sub-number, Same vs. Pennsyl- 
yania. By Examiner Harold M. Brown. Reparation recom- 
mended on finding rates, any quantity, bismuth metal, Grasselli, 
Ind., to Rahway, N. J., Washington, D. C., and New York and 
Brooklyn, N. Y., unreasonable prior to March 28, 1931, to the 
extent they exceeded rates established on that date. 

Pipe 

No. 253871, Colorado Culvert & Flume Co. vs. Nevada Cen- 
tral et al. By Examiner John Davey. Recommends reparation 
of $220.88 on finding charges, corrugated steel riveted pipe, 
Ashland, Ky., fabricated in transit at Pueblo, Colo., and for- 
warded to Austin, Nev., inapplicable. Applicable rate factor 
from Battle Mountain, Nev., to Austin, Nev., was 40 cents and 
was not and is not unreasonable. 

Cotton Sheets, Etc. 


No. 25315, Edson, Moore & Co. et al. vs. B. & O. et al. By 
Examiner T. Leo Haden. Rates, cotton sheets and cotton pil- 
low cases, various points in North Carolina and South Carolina 
to Detroit, Mich., not unreasonable but unduly prejudicial, to 
complainants at Detroit and unduly preferential of competitors 
at Chicago to extent they exceeded, exceed, or may exceed 
those contemporaneously maintained from southern origins to 
Chicago. Recommends removal of undue prejudice and denial 
of reparation. Findings without prejudice to any different con- 
clusions which may be reached in I. and S. No. 3636, cotton, 
woolen and knitting factory products between interstate points, 
now pending. 

Bituminous Coal 


No. 25052, West Kentucky Coal Bureau vs. I. C. et al. By 
Examiner C. J. Peterson. Recommends finding rates, bitumin- 
ous coal, various points in western Kentucky to destinations in 
Missouri, unduly prejudical to complainant and unduly pref- 
erential of competitors in southen Illinois and Belleville groups 
to the extent that they exceed or may exceed on a joint basis 
by more than 40 and 62.5 cents a ton of 2,000 pounds, respec- 
tively, the rates contemporaneously maintained from mines in 
the southern Illinois and Belleville groups; and that joint rates 
should be established on that basis. 


RALEIGH & CHARLESTON ABANDONMENT 

Examiner R. R. Molster, in a proposed report in Finance 
No. 9413, has recommended that the Commission permit aban- 
donment by the Raliegh & Charleston Railroad Co. and its re- 
ceivers of that part of the line extending from Lumberton, N. 
C., to a point 1,590 feet north of Lakeview, S. C., 22.67 miles. 
Protesting petitions were filed on behalf of merchants and 
citizens of Barnesville and Marietta, N. C. 


FIFTEEN PER CENT CASE, 1931 


The Traffic World Washington Bureau 


Application for continuance of the emergercy surcharges 
granted by the Commission in the Fifteen Per Cent Case, 1931, 
ex parte No. 103, in the matter of increases in freight rates and 
charges beyond March 31, their present expiration date, but 
without continuance of the pooling that is now being done by 
the Railroad Credit Corporation, was placed before the Commis- 
Sion on December 10, in a petition filed by the Association of 
Railway Executives. The petition was signed by R. H. Aishton, 
chairman, and Alfred P. Thom, general counsel of the associa- 
tion. They called their document a “supplemental petition, 
Praying for a continuance, after March 31, 1933, of the emer- 
gency rates on a different plan.” 

The specific prayer was for grant of a special permission 
“to file a blanket tariff and appropriate tariffs to carry the same 
into effect, continuing the rates in question after March 31, 1933, 
the time now limited, in the absence of further action by the 
Commission, for the expiration of the rates in question; with re- 
lief, if necessary, from the statutory requirements as to notice, 
and without any requirement that any part of the revenue de- 
Tived from said rates shall be paid over by the carrier receiving 
them for the use or benefit of any other carrier; and that said 
tariffs may be permitted to become effective wihtout sus- 
Pension.” 

_ Argument against the continuance of the marshaling or pool- 
ing plan is compressed into one of twelve propositions laid 
before the Commission in this petition for the continuance of 
the emergency rates or charges, as they have been indiscrimi- 
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nately called. In that argumentative proposition the carriers 
say, “it is respectfully submitted that no carrier whose net 
income, including the revenues derived by it from the emergency 
rates, is not sufficient to pay its fixed charges, should be re- 
quired to pay over any sum for the relief of another carrier not 
earning its fixed charges.” 

The financial condition of the carriers is set forth in the 
petition in both tabular and textual form, the text setting forth 
the salient facts carried in an exhibit table, not herein repro- 
duced. In the table the adverse facts are set forth in red ink. 
They are also repeated in the text but not in red ink. 

In the first four propositions in their petition the executives 
show the historic background of the case ending with a quota- 
tion from the Commission’s decision in No. 25135, increase in 
intrastate freight rates, dated September 29, in which the Com- 
mission said it had placed reliance in the carriers to pool the 
revenues and distribute them as loans to the needy carriers and 
that the carriers had justified the reliance. The propositions 
other than the historic ones follow: 


5. In its original report herein the Commission, on the basis of 
the traffic of 1931, estimated that the increase in the proposed rates 
would yield from $100,000,000 to $125,000,000 a year; but, due to a 
further sharp fall in traffic, the yield for this year, with a portion 
of the year estimated, has turned out to be only about $60,000,000, 
and your petitioner avers that, notwithstanding a portion of the 
year must be estimated, there is no likelihood whatever that the 
yield for the year will exceed that figure, certainly not by any sub- 
stantial amount. 


6. Your petitioner further shows that at the time when this plan 
became effective it was estimated, because of conditions then existing 
that approximately $60,000,000 would take care of the unearned fixed 
charges; but conditions, owing to the falling off of railroad traffic, 
have grown so rapidly and substantially worse, that the amount 
required to take care of the carriers’ unearned fixed charges-for the 
year 1932 would be very largely in excess of the amount so estimated. 

_ % Your petitioner files herewith a statement, marked Exhibit 
No. 1, showing by groups the surplus or deficit (after fixed charges) 
of Class I roads and large switching and terminal companies for the 
eight months ended August 31, 1932, and 1931, respectively. This 
exhibit shows in red figures, as to such groups, the deficit after 
fixed charges, first, including receipts from the emergency rates, and 
second, excluding such receipts. Out of 162 roads or systems operating 
242,150 miles (this mileage including all Class I carriers and large 
switching and terminal companies), the fact is that for the eight 
months in 1931 the number of roads operating at a loss was 82, 
covering a mileage of 110,673, which is 45.7 per cent of the total 
mileage, resulting in a deficit of $74,026,436 in respect to meeting 
their fixed charges, while the Class I carriers as a whole earned in 
that period of 1931 an excess over fixed charges of $67,683,825; whereas 
for the same eight months in 1932, including the revenues from the 
emergency rates, there were 124 roads operating at a loss, covering 
a mileage of 197,516, or 81.6 per cent of the total resulting in a deficit 
of $224,598,987 in respect to meeting their fixed charges; and for the 
same period, after the revenues from the emergency rates had been 
deducted and paid over, there were 130 roads, covering a mileage of 
211,966, or 87.5 per cent of the total, showing such a deficit of 
$255,341,081, whereas Class I carriers as a whole, after deducting 
the revenues from the emergency rates paid over for administration 
under the plan, showed for that period of 1932 a deficit of $216,900,721 
in respect to meeting their fixed charges, as compared with the 
excess over fixed charges above stated in the corresponding period 
of 1931, amounting to $67,683,825. 

8. There would thus be left, of the 162 roads in question, only 
32 that would be earning their fixed charges if the same conditions 
continue as prevailed in the first eight months of 1932. Meanwhile, 
in order to show the net results above referred to, a substantial 
amount of maintenance has been deferred. If there be allowed for 
such additional maintenance for these 32 roads an amount, namely, 
$5,941,843, covering the difference in maintenance ratio between the 
first eight months of 1932 and an average of the same period for 1929, 
1930 and 1931 (where the 1932 ratio is lower than the average), there 
would remain, of the amount earned by these 32 carriers, to be 
administered in accordance with the existing plan, only $5,307,257. 

If an allowance of 5 per cent be deducted from the additional main- 
tenance charges referred to, to cover possible lower maintenance 
charges due to difference in rates of pay, cost of materials and perhaps 
other differences in the latter period, the sum remaining from the 
earnings of these 32 roads subject to be paid over for the aid of other 
carriers would not be substantially increased. So that it is respect- 
fully submitted that in no event likely to happen will the amount of 
the earnings of the roads which would be subject to be paid over for 
the use of other roads under the existing plan be substantial enough 
to justify a continuance of that plan. 

9. Your petitioner further shows that the relation of revenues 
and expenses for the first eight months of 1932 to those of the first 
eight months of 1931 is as follows: 

The net railway operating income of Class I railways for the 
1932 period has amounted to $152,294,616, or 0.97 per cent upon value 
as set forth in the original report of this Commission in Ex Parte 103, 
as compared with a net railway operating income for the corresponding 
period of eight months in 1931 of $353,908,890, showing 2.25 per cent 
upon said value. 

Compared with 1931, in the first eight months of 1932 total oper- 
ating revenues declined 28.6 per cent, freight revenues decreased 28.6 
per cent, passenger revenues 32.2 per cent, mail 7.2 per cent, express 
37.3 per cent, and miscellaneous 25.7 per cent. 

Operating expenses decreased 26.7 per cent; and to effect this 
decrease it was necessary to decrease maintenance in 1932 as com- 
pared with the ratio maintained in 1931. 

During the first eight months of 1932 net ton-miles decreased 28.6 
per cent as compared with the net ton-miles of the corresponding 
period of 1931. 

This condition is recited for the purpose of bringing to the atten- 
tion of the Commission the urgent need which exists for increased 
revenues to the carriers, the necessity for which will not be adequately 
met even by the continuance of the present emergency rates as 
herein prayed. 

10. It is respectfully submitted that no carrier whose net income, 
including the revenues derived by it from the emergency rates, is not 
sufficient to pay its fixed charges, should be required to pay over any 
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sum for the relief of another carrier not earning its fixed charges. 

11. The urgent need of the carriers for greater revenues is well 
known to the Commission and is illustrated by the operating results 
shown on Exhibit No. 1, filed with this petition, and by the allega- 
tions set out in paragraph 9 hereof. While there are indications that 
conditions are improving and it is hoped that they will continue to 
improve, it is believed that for some time in the future they will 
not improve to the extent of changing substantially the conditions 
above set out. 

It must be realized that, during and because of this period of 
inadequate traffic, it has been necessary for the carriers to defer 
maintenance wherever possible and to borrow large sums of money 
to meet their interest obligations and for other essential purposes, 
thus substantially increasing their obligations for both principal and 
interest payments. Any improvement in traffic will be called upon, in 
the first instance, to meet these deferred or increased obligations. 
Accordingly it is, and for some time after March 31, 1933, it will be 
necessary to provide for an increase in the operating revenues of the 
carriers in every practicable and proper way—a need which will be 
only partially provided for by a continuance after that date of the 
emergency rates herein referred to. 

In respect to the specific increases in freight rates which 
were authorized by the Commission in this proceeding the Commission 
made the following finding: 

The freight articles selected by us in this connection were those 
for the transportation of which we believed the rates could be some- 
what increased without causing the traffic to be transferred to other 
agencies of transportation and without bringing about an undue dis- 
turbance in business conditions or transgressing the bounds of maxi- 
mum reasonable rates. 

This finding of the Commission, which was true at the time it 
was made, is likewise true in the main at the present time. At any 
rate, whether or not a proposed increase in rates will have a given 
effect on future revenues is not, strictly speaking, a finding of fact, 
but a prediction. The Commission has never felt that it ought to 
forbid a proposed increase in rates on the sole ground that it is 
unable to find that it will accomplish its purpose, where the outcome 
is plainly a mere matter of judgment. The decision of such questions 
of judgment is the responsibility of management, and, in the opinion 
of the managements of these several properties, such an increase 
in rates will produce additional revenue. 

Wherefore the petitioner prays that this Commission will grant 
special permission to the carriers to file a blanket tariff, and appro- 
priate tariffs to carry the same into effect, continuing the rates in 
question after March 31, 1933, the time now limited, in the absence 
of further action by the Commission, for the expiration of the rates 
in question; with relief, if necessary, from the statutory requirements 
as to notice, and without any requirement that any part of the 
revenues derives from said rates shall be paid over by the carrier 
receiving them for the use or benefit of any other carrier; and that 
said tariffs may be permitted to become effective without suspension. 
And your petitioner will ever pray, etc. 


COMMISSION ORDERS 


No. 21025, Dann-Gerow Co., Inc., et al. vs. A. G. S. et al. 
ceeding reopened for further consideration. 

No. 25617, Calliari Bros. vs. A. A. et al. 
St. Louis permitted to intervene. 

No. 25589, Ohio Lime Manufacturers et al. vs. Pennsylvania et al. 
Owens-Illinois Glass Co. permitted to intervene. 

1. & S. 3613, Asphalt, tar and pitch, from, to and between points 
in south. North Carolina State Highway Commission permitted to 
intervene. 

Finance No. 9731, Application of C. M. St. P. & P. for certificate 
to abandon its line of railroad between Midland Junction and Zumbro 
Falls, Minn. Railroad & Warehouse Commission of State of Minne- 
sota permitted to intervene. 

No. 25542, Frederick Co-Operative Oil Co. vs. A. T. & S. F. et al. 
Commerce Association of Aberdeen permitted to intervene. 

Finance No. 9032, Marianna & Blountstown acquisition and con- 
struction. Joint petition of L. & N., A. C. L., and A. & St. A. B., 
for reconsideration and reargument before Commission, denied. 

Finance No. 7771, construction of branch line by Western Pacific. 
Time prescribed in said certificate, as extended, within which the 
Western Pacific shall commence and complete construction of the 
branch line of railroad therein authorized, is further extended to 
‘January 1, 1934, and June 30, 1934, respectively. 

Finance No. 4776, Construction of line by Meridian & Bigbee River 
Railway. Time prescribed in said certificate, as extended, within 
which the Meridian & Bigsbee River shall complete the construction 
of the line of railroad therein authorized is further extended to De- 
cember 31, 1934. 

1. & S. 3749, Barge-rail sugar to southwest stored at ports. Peti- 
tion of certain southwestern lines for further hearing denied. 

No. 24933. Western Purchasing Co. et al. vs. M. P. et al. De- 
fendants’ petition for reconsideration denied. 

No, 24321 (and Sub. 1), Burning Oil Distributors’ Association et 
al. vs. A. & S. et al. Second petition of complainants in No. 24321 
only. P aa reopening and rehearing with respect to rates for future 

enied. 

No. 25527, Austin Lowery vs. C. & N. W. Motion of defendant to 
strike from complaint all allegations relating to level of rates, filed 
November 7, 1932, overruled. 

No. 24188, and sub. 1, Light Grain & Milling Co. vs. C. R. I. & 
G. et al. Defendants’ petition to consolidate the above cases with, 
and submit upon, the record in No. 17000, part 7, western grain rate 
investigation, denied. 

No. 23975, North Packing & Provision Co. et al. vs. C. R. I. & P. 
et al. Petition of C. R. I. & P. for reconsideration denied. 

No. 23852, Watters-Tonge Lumber Co.. et al. vs. Southern et al. 
Complainants’ petition for reargument and reconsideration denied. 

‘No. 23397. Frank Brenner et al. vs. A. & Y. et al. Complainants’ 
petition for reargument and reconsideration denied. 

No. 23004, American Fruit Growers, Inc., of Illinois et al. vs. A. 
G. S. et al. Complainants’ petition for further consideration and 
modification of order denied. 

No. 24262, F. & N. Lawn Mower Co. et al. vs. A. & R. et al. 
Complainants’ petition for reconsideration denied. 

No. 20578, Globe Superior Corporation vs. Southern. 
petition for reconsideration denied. 

No. 24438, Eggerss-O’Flyng Co. vs. C. & A. et al. 
petition for reconsideration denied. 

Finance No 4817, Chartiers Southern excess income. Order of 
October 30, 1931, entered herein, containing a tentative determination 
of the excess income received by the Chartiers Southern between Sep- 
tember 1, 1920, and December 31, 1926, and directing that company 
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to pay to this Commission the sum of $269,482.78, one-half of such 
excess income vacated and set aside. 

Finance No. 9744. Duluth, Winnipeg & Pacific debenture stock 
Application dismissed, it being unnecessary for the applicant to pro. 
cure the authority of the Commission to issue and pledge the de. 
benture stock as proposed, 


PETITION FOR REHEARING, ETC. 


Finance No. 3892, P. C. & Y. excess income. P. C. & Y. asks 
vacation of tentative recapture report and order entered therein ang 
dismissal of the proceeding. 

No. 14622, Board of Railroad Commissioners of State of South 
Dakota vs. C. & A. et al. C. M. St. P. & P., C. & N. W., C. B&Q, 
I. C., M. & St. L., C. R. I. & P. and other railroads defendants here- 
in, in a supplemental petition, ask for modification of order. 

|. & S. 3837, Sugar New Orleans to Ark., Mo. and Okla. South. 
western lines operating in Arkansas and Louisiana, ask for recon- 
sideration of investigation and_suspension order, dated December 5, 
1932, entered in Docket No. 3837, and for vacation of said order in go 
far as it involves reduced rates on sugar to certain Arkansas des- 
tinations. 

No. 24275, Traffic Bureau-Lynchburg Chamber of Commerce for 
Williams & McKeithan Lumber Co., of Virginia vs. Southern et al. 
Complainant, in a second petition, asks for reopening or reconsidera- 
tion of facts of record. 

No. 24729, Atlas Refinery vs. Pensylvania et al. 
reopening and reconsideration therein. 

No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S. et al, 
Defendants herein, by J. E. Tilford, Chairman of Southern Freight 
Association, ask for further postponement of order in so far as it 
embraces commodities involved in I. & S. 3234, Fresh meats and 
packing house products to, from and between points in southern ter- 
ritory. 

No. 23424, E. H. Milton & Sons, et al. vs. A. & S. et al. and cases 
grouped therewith. Defendants, in a third supplemental petition, ask 
reopening and consideration by, or in the alternative, oral argument 
before, the entire Commission on the question of reparation. 

No. 13535, Consolidated Southwestern Cases et al. F. A. Leland, 
chairman of the Southwestern Freight Bureau, applies to the Com- 
mission for approval under finding 27 of the publication in W. T. L. 
Tariff 18-M, Agent Boyd’s ICC A1865, of rates on asbestos shorts 
and asbestos fibre, from St. Louis, Mo., to Joplin, Mo., applicable only 
on shipments originating at points in Vermont. 

Finance No. 3815, Louisville, Henderson & St. Louis excess in- 
come. Respondent, L. H. & St. L., asks vacation and setting aside 
tentative recapture report, order and proceedings. 

No, 24619, Hamilton Emery & Corundrum Co. vs. B. & A. et al. 
and No. 24838, Same vs. N. Y. C. et al. Complainant asks rehearing 
or reconsideration therein. 

No. 24615, American Packing & Provision Co. and Colorado Ani- 
mal By-Products Co. vs. B. & O. et al. Complainants ask reopening 
and reconsideration and argument in support thereof. 

No. 22907, Industrial Sand cases, 1930. Eastern Trunk Lines ask 
for postponement of effective date of order. ‘ 

No. 18696, Purse Brothers et al. vs. A. C. L. et al. Complainants 
ask rehearing, reconsideration and modification of Commission’s find- 
ings and orders, respecting overcharges in freight, overcharges on de- 
tention of cars at loading stations, and overcharges on extra icing 
charges. 

No. 23279 (and Sub. 1 and 2), Joseph Denunzio Fruit Co. et al. 
vs. A. T. &S. F. et al. Southwestern carriers, in a second supple- 
mental petition, ask reopening, reconsideration and/or modification of 
order. 

No. 23972, R. W. Burch, Inc., et al. vs. American Railway Ex- 
press Agency, Inc., et al. Complainants ask reopening record for 
purpose of accepting additional testimony. 

No. 24388, Chamber of Commerce of Greenville, O., et al. vs. A. 
Cc. & Y. et al. Complainants ask reconsideration, rehearing and 
further argument. 4 , 

No. 22907, Industrial Sand Cases, 1930. Glass Container Associa- 
tion of America asks reopening, rehearing and reargument. 

Finance No. 8374, Houston & Texas Central proposed construction. 
Applicant asks Commission to make and enter an order granting an 
additional period of twelve months from and after December 31, 1932, 
within which to continue and endeavor to conclude said negotiations. 


Complainant asks 


WESTERN PACIFIC BONDS 


The Western Pacific Railroad Co., in Finance No. 9572, has 
been authorized by the Commission, division 4, to issue not 
exceeding $4,000,000 of 5 per cent general and refunding mort- 
gage gold bonds, series B, and to pledge its equity in the bonds, 
subject to their pledge to the R. F. C., as collateral security 
for a note issued to the Railroad Credit Corporation amounting 
to $1,303,000, or any extension or renewal thereof. 
sion provided that the applicant should require its affiliated 
companies, upon due authorization, to issue to it in payment 
and satisfaction of their indebtedness for advances for additions 
and betterments aggregating $2,248,816.04, their respective capl- 
tal stock, bonds, notes or other obligations, said securities forth- 
with to be pledged by the applicant with the trustee of its gen- 
eral and refunding mortgage dated January 1, 1932. The part 
of the application seeking authority to pledge any part of the 
$4,000,000 of bonds to the R. F. C. was dismissed, the Commls- 
sion holding such authority was not required. 


FINANCE APPLICATIONS 


Finance No. 9751. Lehigh Valley Railroad Co. asks authority to 
substitute, as security for outstanding promissory notes to J.P. 
Morgan & Co. and to the First National Bank of the City of New 
York, $1,000,000 of general consolidated mortgage 41% per cent bonds 
in the place of $1,000,000 of general consolidated mortgage 5 per cent 
bonds, and for authority to pledge and repledge such substituted 
bonds as security for any note or notes now or hereafter issued by 
petitioners, 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
(Dig ublished by West Publishing Co. St. Paul, Minn. Copyright, 


1932, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of North Carolina.) Common carrier can- 
not contract to relieve itself from its negligence in perform- 
ing its duty to public. (Singleton vs. Atlantic Coast Line R. 
Co. 166 S. E. Rep. 305.) 

Lease of railroad’s premises to cotton buyer for storing 
cotton thereon, exempting railroad from liability for loss result- 
ing from railroad’s negligence, held bar to buyer’s action for 
loss of such cotton so destroyed. 

Such lease or contract, which provided that, in considera- 
tion of the license granted to buyer to assemble bailed cotton 
on railroad’s premises, such cotton not having been tendered 
or accepted for shipment, the buyer agreed to exempt railroad 
from any liability for damage to such cotton through any cause 
whatever, including the railroad’s negligence, was a bar to 
buyer’s action for such loss, since the buyer was dealing with 
the railroad, not as a common carrier but rather for his own 
convenience.—Ibid. 

For conduct of parties to contract to constitute abandon- 
ment thereof, it must be positive, unequivocal, and inconsistent 
with contract.—Ibid. 

Where lease exempted railroad from liability for any loss 
to cotton stored on its premises, testimony that parties in- 
tended lease to apply only to certain lot of cotton held prop- 
erly excluded. 

Such testimony was properly excluded, in view of rule 
that a contemporaneous agreement shall not contradict that 
which is written.—Ibid. 





(Court of Appeals of Georgia, Division No. 2.) Consignor 
could recover against initial carrier, where connecting carrier 
delivered to consignee in another state shipment under straight 
bill of lading sold for cash, which consignee failed to pay, 
after notice from consignor not to deliver, notwithstanding con- 
signor was then indebted to consignee (49 USCA, Secs. 89, 90; 
Interstate Commerce Act, Sec. 20, par. 11 (49 USCA, Sec. 20, 
par. 11); Civ. Code 1910, Sec. 4132. (Louisville & N. R. R. 
Co. et al. vs. Campbell Lumber Co., 166 S. E. Rep. 252.) 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(District Court, S. D. New York.) Act of arbitrator in 
drawing upon general experience in deciding dispute is not 
such impropriety or misconduct as would vitiate award (United 
States Arbitration Act, Sec. 10 (9 USCA, Sec. 10)). (The Guld- 
— eee Dannebrog vs. Strange & Co., Inc., 1 Fed. 
up. 380.) 

Where question whether owner of motorship was under 
obligation to charterer to install fire extinguishing system was 
submitted to arbitrators, arbitrator’s statements relating to de- 
mands of board of underwriters held not impropriety or mis- 
conduct vitiating award (United States Arbitration Act, Sec. 10 
(9 USCA, See. (10) ).—Ibid. 





_(District Court, N. D. California, S. D.) Steamship under- 
taking to transport cargo of lubricating oil from New Orleans to 
Los Angeles held a “common carrier.” (The Point Brava, 1 Fed. 
Supp. 366.) 

Burden of establishing exercise of due diligence to make 
steamship seaworthy at commencement of voyage was on com- 
oe (Harter Act, Secs. 1-5 (46 USCA, Secs. 190-194)). 
—Ibid. 

By “seaworthiness” is meant reasonably fit condition of 
vessel to carry the particular cargo offered safely upon the 
Particular voyage intended (Harter Act, Secs. 15 (46 USCA, 
Secs. 190-194) ).—Ibid. 

Whether due diligence was exercised to make vessel sea- 
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worthy is question of fact, and common carrier must show what 
was done and that this was all that could reasonably be ex- 
pected (Harter Act, Secs. 1-5 (46 USCA, Secs. 190-194) ).—Ibid. 

That no hydrostatic test was made after repair of rivets 
held lack of due diligence by common carrier to make vessel 
seaworthy (Harter Act, Secs. 1-5 (46 USCA, Secs. 190-194)). 
—Ibid. 

Failure to employ hydrostatic test after repair of rivets and 
fact that cargo was damaged through leakage held sufficient 
to raise presumption that vessel was not seaworthy at com- 
mencement of voyage (Harter Act, Secs. 1-5 (46 USCA, Secs. 
190-194) ).—Ibid. 

Duty of common carrier to use due diligence to make vessel 
seaworthy cannot be shifted by agreement that survey shall be 
made by shipper’s agent whose certificate as to seaworthiness 
shall be conclusive (Harter Act, Secs. 1-5 (46 USCA, Secs. 190- 
194) ).—Ibid. 

Shipper’s letters advising that shipper was holding common 
carrier for damage to cargo held sufficient claim for damages, 
particularly where suit was instituted within time limit (Har- 
ter Act, Secs. 1-5 (46 USCA, Secs. 190-194) ).—Ibid. 

(District Court, S. D. New York.) Generally, measure of 
damages for cargo damage is market value of goods at place 
of destination. 

One reason for rule that market value of goods at place of 
destination is generally measure of damages for injury to cargo 
is that consignee of lost or damaged goods may replace same 
in open market, at fair price, and that cost of so doing should 
be borne by him who has breached his contract to make a good 
delivery. However, it is not necessary that consignee actually 
replace goods. (The Waalhaven, Potash Importing Corporation 
of America vs. Maats et al., 1 Fed. Supp. 396.) 

While sales may furnish evidence of market value of dam- 
aged cargo, sales price does not exclude other means of estab- 
lishing such value.—Ibid. 

In suit for cargo damage, libellant’s list prices and opinions 
of witnesses familiar with particular product were competent 
evidence of market value.—Ibid. 

In suit for damage to cargo of potash and sulphate of potash 
magnesia, evidence held sufficient to establish market value by 
which cost of replacement could be measured.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. pyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Missouri, W. D.) Heating and chem- 
ically treating steel rods and drawing them into wire, which 
was woven around manila rope, producing wire rope, held 
“manufacture,” not mere “reworking” or “fabrication,” within 
railroad tariff. 

“Fabrication,” meaning “making,” although not generally 
synonymous with “reworking,” meaning a working Over, was 
expressly so used in railroad tariff in question, as distiguished 
from “manufacture.” To “rework” a steel rod is to continue 
further the processes which already have been used, and, in 
the usual meaning of the word “reworking,” that process ends 
when character of thing changes, and, through manufacture, 
another and distinct thing evolves. (Atchison, T. & S. F. R. 
Co. vs. Union Wire Rope Corporation, 1 F. Supp. 399.) 

In interpreting railroad tariffs, Interstate Commerce Com- 
mission’s opinions should have special weight.—Ibid. 


WESTERN CLASS RATES 


Hearing in the reopened western trunk line class rate case, 
docket 17000, part 2, and Ex Parte 87, Sub. No. 1, which began 
at Chicago, December 7, before Examiner Paulson and Examiner 
Koebel (see Traffic World, December 10, p. 1122), was concluded 
December 13. Dates of future hearings will be announced from 
Washington, but, under the plans announced, they will begin as 
early in January as possible and will run continuously until 
concluded, except for recesses necessary to transfer from one 
place of hearing to another. 

The general proposals of all the carriers were presented 
at the Chicago hearing. A return to the rate-break principle in 
the making of interterritorial rates was supported by all groups, 
as well as increases in the long-haul rates. Intraterritorial rates 
for distances of 500 miles or more and the interterritorial rates 
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between western trunk line territory and the east are at issue. 

The general method for making the interterritorial rates, 
as proposed by witnesses for the eastern and western lines, is 
that of combinations on the Mississippi River gateways. The 
eastern lines, represented by E. A. Hodkinson, L. H. Kentfield 
and Walter Kelly, asked that the eastern factors of the inter- 
territorial rates be made by returning to the rates in effect 
prior to the effective date, December 3, 1931, of the decision of 
the Commission in the case, subject to the rates prescribed in 
the eastern class rate case, docket 15879, as maximum, which 
took effect on the same day as did the rates under the W. T. L. 
decision. The Official Classification should apply to the eastern 
factors, said the witnesses. 

Transcontinental carriers supported the proposals of the 
eastern and western trunk line carriers, P. B. Beidelman, freight 
traffic manager, Great Northern; J. BE. Davis, assistant to freight 
traffic manager, Union Pacific; J. G. Morrison, general freight 
agent, Northern Pacific, and others, appearing for that purpose. 
In particular, they stressed the point that the adjustment pre- 
scribed by the Commission, under which through rates between 
Eastern Territory and Western Trunk Line Territory were pre- 
scribed, resulted in breaking down the transcontinental adjust- 
ment. Many illustrations of lower combinations of rates made 
on western border points or western trunk line territory for 
movement into transcontinental territory that were lower than 
the through rates from the east to the transcontinental destina- 
tions were cited. . 

Additional testimony was introduced this week by L. E. 
Wettling, director of the Statistical Bureau, Western Lines, and 
E. B. Boyd, chairman, Western Trunk Line Committee. Mr. 
Wettling testified that the results of a traffic test made in 
February and March, on carload traffic, and covering February 
only, so far as less-carload was concerned, showed that, based 
on the 1932 tonnage, the railroads had received approximately 
$3,137,267 in increased revenue as a result of higher short-haul 
rates prescribed by the Commission, but that lower long-haul 
rates had resulted in a loss of about $4,033,515 in revenue. The 
Commission had estimated that the rates prescribed would 
produce increased revenue, over-all, of about $12,000,000, it was 
pointed out. 

At the conclusion of the hearing it was agreed that, before 
January 5, if possible, the railroads would supply the parties 
to the proceeding with exhibits setting out the results of their 
proposals in terms of rates. Speaking for the western lines, 
Mr. Boyd said the exhibits would show rates, present and pro- 
posed, between at least three representative points in each of 
the eleven states in the territory, and interterritorially. The 
showing of the eastern lines, as outlined by Mr. Kentfield, will 
present the westbound adjustment by giving rates, present and 
proposed, from representative points in New England Trunk 
Line and Central Freight Association territories. : 


SUSPENDED TARIFFS 


In I. and S. No. 3840, the Commission has suspended from 
December 15 until July 15 schedules in supplement No. 6 to 
C. W. Galligan’s I. C. C. No. 188. The suspended schedules pro- 
pose to place Mayfair and Rogers Park, IIl., on the flat Chicago 
basis, on coal, bituminous, carloads, moving into the Chicago 
district, whereas the present rates are 10 cents per ton over 
the Chicago basis. 

In I. and S. No. 3841, the Commission has suspended from 
December 15 until July 15 schedules in supplements Nos. 16 
and 17 to J. E. Johanson’s I. C. C. No. 2342. The suspended 
schedules propose to revise the rates on salt, in carloads, from 
Louisiana producing points to destinations in Texas, which re- 
sults principally in reductions. The following is illustrative, 
rates in cents per 100 pounds from Southern Louisiana mines: 


To Present Proposed 
I Na cduas bce wae eee eneae ease sucene 24% 23 
IE, 8 Sa eireld0in. 6 1.69.06 CES 0 obs DOdETHSoUne estar 2416 2216 
okie cris ccacha Wath a-Si A arene eGeee eS ae sew eee 24% 23 


and to establish a rate of 182 cents (per ton of 2,000 pounds), 
carload minimum 45,000 pounds, on all kinds of salt, whereas 
the present rates are 182 cents per ton, carload minimum 80,000 
pounds, on common salt, and 15% cents per 100 pounds, carload 
minimum 45,000 pounds, on salt other than common, to Texas 
ports. 

In I. and S. No. 3842, the Commission has suspended from 
December 15 until July 15 schedules in supplement No. 4 to 
B. T. Jones’ I. C. C. No. 2435. The suspended schedules propose 
to reduce the mileage allowances on certain privately owned 
iceless or mechanical refrigerator cars, which are defined as 
equipped with “apparatus operated by power derived through 
car axle,” from 2 cents allowance to 1 cent allowance a mile. 

In I. and S. No. 3839, the Commission suspended from De- 
cember 10, 1932, until July 10, 1933, schedules in supplement No. 
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1 to St. Louis Southwestern I. C. C. No. 4697, supplement No. 
8 to Missouri Pacific I. C. C. No. A-8182, and other southwestern 
lines tariffs. The suspended schedules propose to apply a new 
rule in connection with cotton transited at points on southwest- 
ern lines which would restrict the movement via coastwise 
steamers. The proposed rule reads as follows: 


Concentration and/or transit as provided by this tariff will not 
be granted on shipments moving in connection with coastwise steam- 
ers except where joint through rates are in effect with such coast- 
wise steamship lines as per tariffs lawfully on file with the Inter- 
state Commerce Commission. 


ILL. CLASSIFICATION STANDS 


Refusing to surrender the state’s key position in class 
freight rate making, the Illinois Commerce Commission Dec. 13 
refused to permit all railroads operating in the state to cancel 
the Illinois classification of freight rates. It did, however, per- 
mit establishment of a new basis of class rates. 

Class rates, the commission explained, apply to all com- 
modities to be shipped on which a special commodity rate has 
not been established. 

The Illinois commission’s order follows one issued about 
two years ago by the Interstate Commerce Commission. The 
Interstate Commission’s order led to filing by all Illinois rail 
carriers of new schedules proposing to establish a new basis of 
class rates for application in connection with all commodities 
moving throughout the state under class rates. Their proposal 
also included a suggestion that the Illinois classification, which 
has governed class rates throughout Illinois for many years, 
be canceled and that the Official Classification be substituted. 

The Illinois commission, on its own motion, suspended the 
railroads’ proposal and then conducted exhaustive hearings. 
In its order of Dec. 13 the commission states that, while there 
appears to be no serious objection to the basis of rates as 
proposed by the railroads, which would cause many reductions 
as well as many increases in rates, a storm of protest was raised 
against the proposed cancellation of the Illinois classification, 
which would have resulted in numerous increases in ratings. 

The Illinois commission’s order stresses the fact that the 
state of Illinois occupies a peculiar and an important position 
in the field of rate-making. Its class rate structure stands alone, 
being bordered on the east by what is known as Official Classi- 
fication Territory, on the south by Southern Classification Ter- 
ritory, and on the west by Western Classification Territory. 
Numerous differences in rating exist between these territories. 

While this condition exists, the Illinois commission says, a 
state classification that in a measure harmonizes the different 
ratings between the various classifications appears necessary 
for the protection of both Illinois railroads and Illinois’ in- 
dustries. 

The Illinois commission refers to the state constitution, 
which requires maintenance of a schedule of reasonable and 
maximum rates for the transportation of commodities within the 
state, jurisdiction over which now is vested in the Illinois com- 
mission, and says that, of necessity, it must be governed by 
a classification which is under the complete jurisdiction and 
control of the Illinois commission. 


TELEPHONE DEPRECIATION 


The Commission, in No. 14700, depreciation charges of tele- 
phone companies, upon a petition filed by some of the re- 
spondent telephone companies for a further postponement, in 
part, of the order dated July 28, 1931, as amended March 14, 
1932, and with reference to the order by division 4, dated No- 
vember 12, 1932, prescribing the First Revised Issue of the 
Uniform System of Accounts for Telephone Companies to be- 
come effective for Class A companies on January 1, 1933, and 
for Class B companies on January 1, 1934, has further changed 
the original order dated July 28, 1931, as amended, in the fol- 
lowing particulars: 


To paragraph (6) add the following: : 

Provided further, that the maintenance of subsidiary records in 
which the reserve is broken down by primary accounts shall not be 
required until the date as of which depreciation percentages are pre- 
scribed by this Commission to take effect. : 

Correct paragraph (13) by substituting for the words reading 
“That prior to the effective date of the order’ the following: ‘‘That 
as of the date on which depreciation percentages are prescribed by 
the Commission to take effect,” and strike out the words ‘‘as of Jan- 
uary 1, 1933.’’ 

Add a new paragraph as follows: . 

It is futrher ordered, (16) that all effective dates specified in this 
order, and unless otherwise indicated all postponements of such ef- 
fective dates specified in such amendments as may be made thereto, 
shall be construed as applying to Class A companies as_ classified 
under the Uniform System of Accounts for Telephone Companies, 
First Revised Issue, effective Junuary 1, 1933, i. e., companies hav- 
ing average annual operating revenues exceeding $100,000; and that 
as to companies classified therein as Class B, i. e., companies having 
average annual operating revenues exceeding $50,000 but not more 
than $100,000, the effective dates shall be one year later than for 
Class A companies. 
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December 17, 1932 


COOLIDGE COMMITTEE HEARING 


The Traffic World New York Bureau 


Although the Railway Labor Executives’ Association had 
previously refused to confer with the National Transportation 
Committee, it was indicated on the third and final day of the 
hearings conducted by the committee that the labor representa- 
tives would probably appear at a later date. 

Calvin Coolidge, chairman of the committee, issued the fol- 
lowing statement at the meeting December 9: 


We have been informed that the labor railroad representatives are 
now engaged in conferences at Chicago and probably cannot arrange 
to appear before the National Transportation Committee at this period, 
but the committee understands that they have under consideration 
appearing at a date later to be determined. 


Following a telephone conversation with Alexander F. Whit- 
ney, chairman of the labor executives’ group, then in Chicago, 
Mr. Coolidge issued the following memorandum to the press: 


I had a telephone call from Mr. Whitney and they will consider 
filing a statement and possible appearance later. He desires to give 
the National Transportation Committee all the help he can in behalf 
of his organization. 


At the concluding hearing, representatives of the Railway 
Business Association, National Association of Manufacturers, 
Shippers’ Conference of Greater New York, National Industrial 
Traffic League (See Traffic World, December 10), Mississippi 
Valley Association, and Canal Carriers’ Association presented 
their views. 

Presenting the views of the Railway Business Association, 
Harry A. Wheeler, its president, told the committee that ade- 
quate provision for replacement of obsolete equipment by the 
railroads was of the greatest importance. He advocated that 
the Reconstruction Finance Corporation relax its requirements 
for loans so that the roads might obtain funds for car and rail 
replacements. Continued curtailment of expenditures in this 
respect migiht endanger lives and property, he said. 

In response to a question by Alexander Legge, a member 
of the transportation committee, he said the monopolistic nature 
of the railroad business and the way the carriers were financed 
prevented the railroads from being as progressive as other 
industries. 

Other recommendations presented by Mr. Wheeler were: 


1. Retroactive repeal of the recapture provisions of the act. 

2. Taking the government completely out of the transportation 
business and particularly with regard to the government as a carrier 
on inland waters. It impresses us that some twelve years of experi- 
ment to determine the feasibility of common carrier operations on the 
a should have demonstrated the proposition one way or the 
other. 

8. A uniform code of taxation should be devised applicable to all 

carriers for hire by highway and waterway—commercial, contract and 
common—by which they will be licensed for interstate transport upon 
the registered horse power and carrying capacity of their vehicle or 
the tonnage of their ships, such license to constitute a right-of-way 
tax. ‘ 
4, Hither devise a scheme of regulation, applicable to common car- 
riers by highway or waterway, requiring the publication of rates and 
the adherence thereto as applied to common carriers by rail, or re- 
lieve the common carriers by rail from those restrictions in the act, 
which now place them at serious disadvantage in promptly meeting 
competitive conditions presented by unregulated carriers in all other 
fields of transportation. 


Other members of the Railway Business Association pres- 
ent included William H. Woodin, president of the American Car 
and Foundry Company; George S. Scott, of the American Steel 
Foundry Company, and William C. Dickerson, head of the Ameri- 
can Locomotive Company. 


National Association of Manufacturers 


The National Association of Manufacturers was represented 
by James A. Emery, general counsel; J. E. Wilson, vice-president 
of Larkin Company, chairman of the association; J. F. Braam, 
General Railway Signal Co.; F. N. Bard, Barco Manufacturing 
Company; G. R. Lamson, Firestone Tire and Rubber Company; 
Robert M. Nelson, Certain-teed Products Corporation, and D, H. 
Sherwood, Maryland Car Wheel Company. 

The statement of the manufacturers, presented by Mr. 
Emery, urged coordination of all forms of transportation, with 
trucks under some form of control; retroactive repeal of the 
recapture clause; reform of the rate-making features of the law 
to reduce the costs of railway valuation; permitting the rail- 
roads to operate vessels on waterways; consolidation “under the 
approval of the Commission to the benefit of the public.” The 
statement also warned that, if a six-hour railroad day should be 
accompanied by increased wages, it would intensify the difficul- 
ties of the railroads and the shippers. 

Mr. Emery said the present form of regulation was too rigid 
and that decisions were delayed too long under the present 
System, against the public interest. He agreed, when asked by 
Mr. Coolidge if some kind of formal procedure was not necessary 
in order to regulate the carriers, 
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Mr, Wilson said the Commission had destroyed the initiative 
of the railroads, declaring that “if the powers of the Commis- 
sion were curbed in several directions, it would be better for 
the shippers and for the railroads.” Although railroad rates 
had risen since 1907, when the act was reenforced, the effect 
on the lines had been unfavorable, he said. 


New York Shippers Conference 


Reductions in wages as a means of lowering rail rates 
“over and above the reductions which have already been made,” 
pooling of services, and eliminating of competitive wastes were 
stressed by E. E. Williamson, chairman of a special committee 
of the Shippers’ Conference of Greater New York. 

- The statement of the Shippers’ Conference read in part as 
ollows: 


It_is the firm conviction of the Shippers’ Conference of Greater 
New York that before the steam railroads of the United States can 
stage an economic comeback they must eliminate every possible com- 
petitive and all other preventable wastes in operation, 

It is the opinion of this committee that railroad taxes have in- 
creased to a point where they are now a serious burden, and ma- 
terially affect the amount of net railway operating income. Every 
reasonable effort possible should be made to substantially reduce 
railroad taxes to an equitable basis. 

This committee is of the opinion that the carriers should work 
out, among other things, a plan for pooling freight car equipment to 
the end that the empty freight train car-miles can be reduced to a 
minimum, thus eliminating one of the serious competitive preventa- 
ble wastes in operation. If the carriers do not, within a reasonable 
time, work out a plan for pooling freight train cars, than the inter- 
state commerce act should be amended, giving the Interstate Com- 
merce Commission power to compel the pooling of freight car equip- 
ment under an equitable arrangement as between the several carriers. 


The conference also favored repeal of the recapture clause 
and coordination of motor truck services with the railroads. 


Railroad Operation of Barge Lines 


Railroad operation of barge lines was opposed by the 
Mississippi Valley Association and the Upper Mississippi Water- 
ways Association, both groups contending that the railroads 
wanted permission to operate on the water so that they could 
drive competitors out of business, as they had done on the 
Great Lakes. 

A. W. Dann, of Pittsburgh, speaking for the Mississippi 
Valley Association pointed out that, without cheap water trans- 
portation, the Pittsburgh steel district could never have been 
built up. He said water transport actually helped the railroads, 
though seemingly depriving them of low-grade freight. He said 
railroads derived great revenues from hauling consumer goods 
to Pittsburgh, an industria] center built up on cheap haulage of 
raw material by river and lake. 

Theodore Brent, of New Orleans, speaking for the Upper 
Mississippi Waterways Association, said the only reason the 
railroads wanted to get into the water business was to ruin it 
as a competitor. 

The spokesman for these two groups denied that the water 
lines were subsidized and asserted they were profitable, self- 
sustaining enterprises. 


Regulation of Water Lines 


In behalf of Canal Lines’ Executive Committee, New York, 
Charles E. Cotterill, attorney for Hudson River-New York State 
Barge Line Canal, carriers on December 9 argued to the Na- 
tional Transportation Committee that all water lines, inland 
as well as coastal and intercoastal should be placed under reg- 
ulation at once. He argued for such immediate regulation as 
in the interest of both water and rail transportation. 

“This does not, of course, mean destructive regulation 
merely for the purpose of penalizing waterway operations in 
favor of the railroads,” said Mr. Cotterill. The group in behalf 
of which this brief is submitted wishes to be recorded as favor- 
ing such constructive water-line regulation, which, from the 
beginning, should be comprehensive, complete and carefully 
planned; but if the country is not yet ready for such full and 
complete water-line regulation there should be at least a cer- 
tain amount of it at once. It is the principle of regulation and 
beginning of it that are more important than controversial 
details.” 

Mr. Cotterill laid before the organization of which former 
President Coolidge is chairman, not only minimum but com- 
plete requirements for the regulation of the water lines. In 
presenting plans for minimum and complete regulation he said: 


A minimum of needed regulation would embrace these features: 

(a) Rates of watercarriers should be filed in tariffs and, as 
with the railroads, be adhered to under penalties for departure from 
the published charges. 

(b) Some governmental agency (perhaps the Shipping Board) 
should be empowered to fix by order minimum charges below which 
water rates shall not be made. (Without this there is no hope of 
real stability and development of a soundly financed water trans- 
portation agency.) 

(c) Such governmental agency should likewise be empowered, 
upon complaint of shippers, to fix a maximum just and reasonable 
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waterline charge so as to prevent extortion. Neither the power to 
fix minimum nor maximum rates under such restricted measure 
of regulation would necessarily mean the fixation of the absolute 
rate by government order. 

Such moderate degree of regulation by the Shipping Board would 
not of itself create any serious conflict with the Interstate Com- 
merce Commission; but on the other hand it would not fully meet 
the real needs of the situation certainly so far as concerns the 
inland waterways. 

Therefore, if the time is ripe for it then the real needs of the 
situation demand not only the foregoing principles of waterline regu- 
lation but the following: : 

(a) Effective reguiation should reach all watercarriers for hire, 
whether common carriers or not. Authority to regulate other than 
common carriers was declared by the United States Supreme Court 
this week. 

(b) Certificates of public convenience and necessity should be 
required of any intended waterway operators. 

(c) Stringent penalties for any violation of the statute should 
be provided. 

(d) Compulsory formation of through routes as between con- 
necting waterlines and as between rail and waterlines should be 
made possible and without discrimination. 

4e) Suitable regulation of the interchange of traffic between 
watérlines and motor trucks should be provided for. 

(f) - There should be power to classify waterway operators ac- 
cording to general types of operations. 

(g) All the power of regulating waterlines should be put in the 
Interstate Commerce Commission so as to assure the utmost of co- 
ordination between water, rail and motor truck forms of transpor- 
tation. Such Commission would owe an equal obligation to water 
and railroad transportation. Its accumulated experience should be 
utilized instead of creating a new regulatory agency. It would be 
economical to employ the Commission for such purpose instead of 
creating a new and inexperienced regulatory body. It would be 
necessary, of course, in that event to provide for a sufficient sub- 
division of the Interstate Commerce Commission to assure full under- 
standing of the waterway problems by it. 

(h) There are inherent difficulties in waterway regulation which 
would compel a substantial degree of flexibility and to some extent 
nearly complete exemptions in individual instances. It would seem 
better that determination of those exemptions and the prescription 
of flexible as distinguished from iron-clad regulations should be en- 
trusted to the Commission rather than to attempt in the legislation 
itself to anticipate what those nearly complete or only partial exemp- 
tions should be. Merely as an illustration of the type of virtual 
exemption which would necessarily be required is the situation con- 
fronting American waterway carriers of grain and other agricul- 
tural products from the west through the Great Lakes, the Canal 
and Hudson River to the Atlantic seaboard. Due to intensive compe- 
tition with steamers under foreign flags operating on the Great 
Lakes and the St. Lawrence River through Montreal there would 
have to be extended to the American waterway carriers a very 
large, if not altogether complete, exemption from any burdensome 
regulations as to such particular commodities. Other illustrations 
could be given but seem not to be needed here. 

(i) It would be important to meet and overcome shipper oppo- 
sition to waterline regulation by putting into the statute suitable 
admonitory declarations which would fortify the Commission against 
ve A espa otherwise to suppress proper development of waterway 
‘ac es. 

(j) Perhaps it would be well to consider again the present denial 
of right by railroads to have any financial interest in water opera- 
tions if to any extent really competitive with the owning rail car- 
rier. But to change the existing statute in that regard would be 
a dangerous course unless safeguarded so as to prevent the use of 
such rail interest in waterlines in ways that would militate against 
proper waterlines maintenance and development. 

Heretofore it has been supposed that all operators of marine 
service in this country would strongly oppose governmental regula- 
tion. Generally speaking, it has likewise been the attitude of shipper 
interests to resist the regulation of waterlines because of the sup- 
position that any such regulation would be destructive and solely 
for the benefit of the railroads. 

The situation in all these respects has been rapidly changing. 
Today not only the intercoastal but now some of the important in- 
land waterway interests earnestly desire regulation and would prefer 
it to be complete rather than incomplete. Even the opponents only 
fear the regulation would be too drastic. 

Numerous important shippers are now convinced that compre- 
hensive waterline regulation is necessary in the interest of shippers 
for these reasons: (a) It would produce openness of water transpor- 
tation rates as against mere bargaining and indirect rebating, and 
(b) it would stabilize waterway operations and cause them to be- 
come a permanent and dependable form of transportation agency 
coordinated with rail transportation. 


On their part the railroads also insist upon waterline regula- 
tion so that their competitive opportunities may be governed by the 
same general rules and requirements. 


The railroad difficulties are due to many and varied eonsidera- 
tions of which existence of unregulated waterway competition is 
only one and at that a comparatively small part. But seemingly 
the time is at hand to come to a positive and definite determina- 
tion of national policy in respect to this matter of domestic water- 
ways: either water operations in this country are to be deemed and 
be made to be a stable, responsible and well-balanced form of 
transportation (which carries with it by force of necessity suitable 
governmental regulation) or (without regulation) our domestic water- 
Ways are to be turned to no other account than as a mere threat 
to railways which, by reason of unduly low competitive railroad 
rates, will soon have again eliminated actual water transportation 
as it was virtually eliminated until only a few years back. 

What the proper choice must be is very clear. 


No Report to Congress 


After the hearing Mr. Coolidge said the committee had 
decided to make no recommendations of any kind to Congress, 
though representatives of the railroads had requested such 
action. The committee’s final report will be made to the 
National Association of Mutual Savings Banks and the National 
Association of Life Insurance Presidents, at whose instances 
the committee was formed. Dr. Harold G. Moulton, chief investi- 
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gator for the committee, said the report would not be ready for 
two months. 


Fruit and Vegetable Shippers 


A brief outlining twenty-four suggestions for improvement 
of the railroad situation has been presented to the Nationa] 
Transportation Committee by the American Fruit and Vege. 
tahle Shippers’ Association. High freight rates, throttling the 
movement of traffic, are among reasons assigned for the pres. 
ent condition of the carriers. Increased use of motor trucks by 
the railroads, an overhauling of unprofitable passenger service, 
relaxation of regulation applicable to the railroads, and imposj-. 
tion of regulation on their competitors are among the sugges. 
tions for a cure. 

The association, with its headquarters at Chicago, repre. 
sents shippers handling approximately 600,000 of the million 
cars of fresh fruits and vegetables moving annually, says the 
brief, which was signed by E. S. Briggs, general manager. 

“The condition of industry generally and its ability to pay 
excessive charges for services rendered, in our opinion, has q 
direct and vital bearing on the measure of the flow of tonnage 
that finds an outlet through the various transportation chan- 
nels,” says the brief. “The fresh fruit and vegetable industry 
is facing a critical situation because of the fact that the com- 
modities produced and distributed by those engaged in that 
business are commanding prices greatly below cost delivered 
at markets. We are not unmindful of the fact that the rail- 
roads are facing serious problems, nor that the welfare of the 
fruit and vegetable industry is inseparably linked with the rail 
carriers, but we respectfully submit that the general problems 
of the railroads grow out of loss of traffic due to competition 
of other means and methods of transportation, and the pressure 
of economic conditions which has reduced the buying power 
of the people.” 

The mal-adjustment between the level of freight charges 
and the market value of fruits and vegetables has prevented 
the long-distance movement of much traffic that otherwise would 
have been a source of carrier revenue, it is stated. Produce 
that otherwise would have been moved to markets has been 
allowed to rot in the fields. The argument is made that a 
reduction in commodity values necessitates a reduction in trans- 
portation charges, if either grower, shipper, or transportation 
agency is to prosper. Instances of the failure of the railroads 
to make adjustments in rates are cited. 

With nearly seventy-five years of monopoly in the trans- 
portation field behind them, the railroads have failed to adjust 
themselves to competition presented by motor trucks, says the 
brief. Under a heading, “Summary of Corrective Measures,” 
numerous proposals with respect to highway transportation are 
made. They include: Establishment of pickup and delivery 
services through the medium of the Railway Express Agency; 
recovery of lost traffic by the use of Railway Express Agency 
trucks for short-hauls to and from large markets; amendment 
of section I, paragraph 3, of the interstate commerce act so 
as to exclude store-delivery and pickup service when performed 
by the railroads, and drafting of a “comprehensive law that will 
fairly and adequately place motor transportation of persons and 
property for hire under the same general regulations as are 
imposed on the railroads, and that will permit the railroads 
either to acquire motor lines now in existence or to establish 
new ones.” 

Other corrective measures indicated by the brief include 
reductions in refrigerator rates and charges; downward revi- 
sion of demurrage; a reduction of employe wage scales; con- 
solidation of the railroads and pooling of services; reduced 
passenger charges, providing different rates for different classes 
of service; performance of freight forwarding services by the 
railroads, and greater carload mixing privileges. 

“The growth of government in business in competition with 
private enterprise has become alarming and dangerous,” it is 
asserted, “therefore, we urge that the federal government with- 
draw from barge operations on the inland waterways in com- 
petition with steam railroads, and rail carriers should be 
permitted to engage in waterway transportation.” 

Considerable attention is devoted to the condition of rail 
passenger business and to an asserted need for liberalization 
of rail regulation. Permission should be granted the carriers 
to reduce freight charges on one day’s notice, it is stated; the 
recapture provision of section 15a of the transportation act 
should be repealed, and the carriers should be relieved of the 
“enormous expense” incident to valuation of the railroads. 

As to the railroad passenger business and relaxation of 
regulation the brief concludes as follows: 


The record shows that in 1930 the railroads spent $1.01 to secure 
each dollar of revenue from passenger service, while in 1931 they 
spent $1.10 to secure each dollar of revenue from passenger service. 
While in the case of freight traffic the railroads spent 67 cents in 
1930 for each dollar of freight revenue and in 1931 they spent 68 cents 
to secure each dollar of freight revenue, which is a situation worthy 
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of considerable study, and directing attention to the class of traffic 
which is apparently the most profitable. . 

We are confident that there should be some relaxation of present 
regulations of the railroads in order to permit them to meet the 
competition of other agencies of transportation, and, with this modi- 
fication of regulation, similar application should be made to other 
forms of transportation in order to create equal opportunity for all. 


CHAMBER PROGRAM APPROVED 


The Trafic World Washington Bureau 


President Harriman, of the Chamber of Commerce of the 
United States, has announced that the twelve point program of 
the chamber designed to put the railroads on a sound basis has 
peen approved by an overwhelming vote of the business or- 
ganizations in the membership of the chamber. The points on 
which the referendum was taken were set forth in The Traffic 
World, November 5, p. 858. 


N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


A discussion of the railroad situation with reference to a 
series of questions submitted by the National Transportation 
Committee, was held by the Shippers’ Conference of Greater 
New York at its meeting Dec. 14. E. E. Williamson, chairman 
of the special committee of the conference, which presented its 
suggestions to the transportation committee at its recent meet- 
ings, reported to the conference. 

In the discussion which followed, William H. Chandler, 
traffic manager of the Merchants’ Association of New York, 
said that the union inland terminal built by the Port of New 
York Authority at Ninth Avenue and Fifteenth Street was de- 
signed to centralize inland the delivery of rail freight of less- 
than-carload quantity. But the railroads, he said, could handle 
all of their freight inland. 

“The railroads,” he said, “will always need space on the 
waterfront, but this business of a separate pier for each rail- 
road is as archaic as many other things the railroads are doing. 
The inland terminal helps relieve the congestion of motor trucks 
in the streets of the city and it also provides shippers with a 
delivery service in which freight for several railroads is given 
to the roads at a central place. The same plan can be used on 
the waterfront.” 

Mr. Williamson said a survey by his committee showed that 
$350,000,000 annually could be saved the railroads by the elimi- 
nation of waste. The railroads must change their attitude on 
long-standing problems, he said, to bring about this saving. 

Competitive wastes could be eliminated, he asserted, with- 
out consolidation of railroads. The interstate commerce act 
should be amended, however, to permit the pooling of freight 
car equipment and decrease empty freight car miles to a mini- 
mum. Taxation has become a serious burden of the railroads, 
he said, and the increase of railroad payrolls in recent years has 
been disproportionate to net operating income, also adding to 
the seriousness of the situation. 

It was announced by Chairman M. P. Bauman that the Com- 
mission would reopen the eastern class rate case and the sub- 
ject of New Jersey intrastate rates in the rooms of the Newark 
Chamber of Commerce Dec, 21. 

The conference approved a resolution calling on the Com- 
mission, holding hearings in Chicago on the western class rates, 
to hold similar hearings also in New York for the benefit of 
local shippers. 

A resolution was adopted authorizing the car demurrage 
and storage committee to ask for a suspension of the American 
Railway Association rules 2 and 3, which, it was claimed, would 
increase costs of local and intraplant switching. 

Harry F. Suiter, chairman of a committee on the subject, 
reported that the proposed changes in demurrage rules 2 and 
3 had some objectionable features. 

“The principal effect of the changes in demurrage rules 2 
and 3 will be enormously increased local and intraplant switch- 
ing costs,” he stated. ‘For example, the $3.15 cost referred to, 
which is the general basis in C. F. A. territory, would be in- 
creased $2 and the basis of one day’s detention, $4 on two days, 
and so on. 

“These radical increases are going to be a very serious 
Proposition for many industries who have not heard of this 
Proposal, nor have any way of learning about it until the 
changes are published.” 


N. Y¥. MERCHANTS ON TRANSPORTATION 


The Merchants’ Association of New York announces that 
it has joined in a plan initiated by the Chamber of Commerce 
of the United States to enlist the commercial organizations of 
the country in a movement to bring about retroactive repeal 
of the recapture clause of Section 15a of the interstate com- 
merce act, and to amend further the act by substituting a provi- 
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sion directing the Commission, “in fixing just and reasonable 
rates, to consider effects on traffic movement and provision of 
efficient service at lowest consistent cost, and upon reasonable 
average return that will permit, in time of general business 
activity, reasonable reduction of indebtedness and accumulation 
of adequate reserves.” 

The association’s action was taken in voting on a referen- 
dum covering twelve specific proposals relating to transporta- 
tion, which is now being taken by the national chamber among 
the organizations constituting its membership.» On each pro- 
posal the association cast its vote or refrained from voting 
according to the recommendations of its transportation com- 
mittee, which had studied the subjects. 

The association also voted in favor of a proposal that “val- 
uation should cease upon the completion of the original valua- 
tion of a railroad, with the commission thereafter merely keeping 
itself informed as to changes in plant,’ and in favor of pro- 
posals to award reparation only to persons suffering actual 
damages; and to give the Commission authority to delegate 
powers to individual commissioners with right of appeal to the 
commission. 

The association voted against the proposal to amend the 
long-and-short haul clause of the act to place on railroads re- 
sponsibility for determining whether proposed rates would be 
reasonably compensatory for the services performed. 

Another proposal opposed is to give the Commission au- 
thority to, delegate powers in routine matters to boards of em- 
ployes of the Commission, with the right of appeal to the 
Commission. 


RAILROAD REORGANIZATIONS 


The Traffic World Washington Bureau 


Counsel for the railroads and the government are working 
on proposed legislation enabling the reorganization of railroads 
where reorganization becomes necessary. The Attorney Gen- 
eral’s office is dealing with the subject. 

Bird M. Robinson, president of the American Short Line 
Railroad Association, in his statement submitted to the Na- 
tional Transportation Committee, approved S. 4921, a bill intro- 
duced at the last session of Congress by Senator Hastings, of 
Delaware. This measure, he said, would enable the reorgani- 
zation of corporations, including railroads, without the receiver- 
ship process. 

The study of the railroad reorganization subject now in 
progress has in view the preparation of a new measure. 

The Commission in its annual report last week (see Traffic 
World, December 10, p. 1136) dealt with this subject, stating 
that it believed the subject of receiverships and reorganiza- 
tion of carriers by railroad should be considered by Congress. 

Attorney General Mitchell, in his annual report, pointing 
out that bills were now pending for the revision of the national 
bankruptcy act, of which the Hastings bill is one, said that in 
the process of industrial and commercial reconstruction, the 
voluntary adjustment and reorganization of business units 
without destruction through liquidation, was essential to the 
restoration of trade. He said the cumbersome process of cor- 
porate reorganization through equity receiverships and mortgage 
foreclosures afforded no hopeful opportunity in many cases for 
the speedy reorganization of going concerns, embarrassed by 
debt, even through agreement of large majorities of their cred- 
itors. He said the proposed revision of the bankruptcy act 
included a simple process for corporate reorganization in 
bankruptcy. 


RAIL WAGE CONFERENCE 


Idle capital is no more entitled to a return from operation 
of the railroads than are idle railroad employes, according to 
arguments made by representatives of railroad labor meeting 
with those represénting management in Chicago this week to 
negotiate with respect to the basis of pay to be in effect Feb- 
ruary 1, following termination of the agreement reached in 
Chicago last January. The response of management has been 
that continuance of rates of pay that were in effect at the 
height of the country’s prosperity will place railroads in re- 
ceivership, jeopardizing the employment and wages of labor, 
the return of thousands and perhaps millions of investors in 
railroad securities, and the holdings of untold numbers in life 
insurance policies, savings deposits, etc. 

The committee of nine representatives of railroad manage- 
ment, headed by W. F. Thiehoff, general manager of the 
Burlington, went into conference with the twenty-one heads 
of the railroad labor organizations December 12. At that time 
the labor heads had received authority from their organiza- 
tions to negotiate as to a continuance of the present agree- 
ment, under which 10 per cent is deducted from all pay checks, 
and which expires January 31. No authority to negotiate with 
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respect to any other basis of pay was granted by the nearly 
fifteen hundred general chairmen of the unions, who gathered 
in Chicago last week. The original proposal of the Thiehoff 
committee, presented December 12, asked an indeterminate ex- 
tension of the existing agreement, by cancellation of the ex- 
Ppiration date, future wage adjustments to be made under the 
terms of the railway labor act. In other words, management 
asked that the status quo be maintained until such time as 
either side should see fit to present the question of the wage 
level the Mediation Board set up under the railway labor act. 

After a series of interchanges in the first four days of this 
week, the negotiations had reached a point where the labor 
representatives expressed a willingness to extend the present 
agreement for a year, expiring January 31, 1934, with the con- 
dition that, during the life of the agreement, neither side should 
initiate any move to change the pay basis, subject to the 
further provision that either management or labor might, after 
January 1, 1934, file intention to seek a change under the 
terms of the railway labor act. In the event the latter action 
was taken, the agreement would automatically be extended for 
a period of three months. If no such action was taken, the 
basis of pay would automatically revert to that in effect prior 
to the agreement. 

To that, the committee of managers replied that it was not 
willing to commit itself to maintenance of existing wages for 
so long a period. It asked that the agreement be extended for 
six months, with the understanding that it would remain in 
force thereafter for such period as might be necessary to ob- 
tain action under the law as to a future rate of pay. The labor 
representatives appeared to be willing to let things stand as 
they were for another year, with definite provision for rein- 
‘statement of the pay basis in effect before the negotiations of 
a year ago, while management was unwilling to bind itself 
either to so long a continuance of the present level of com- 
pensation or to a fixed date for the return of the basis in effect 
prior to the ten per cent deduction. 

The Thiehoff committee, after its organization meeting in 
Chicago September 8 and 9, announced that it would recom- 
mend to the individual lines that immediate notice, under 
terms of the railway labor act, be filed with employes of inten- 
tion to reduce the basic rates of pay 20 per cent. Under the 
railway labor act, such notice must be filed at least 30 days in 
advance of any action changing the status of existing pay. If, 
in that period, agreement is not reached between the parties, 
the matter may then be taken to the Mediation Board, which 
may appoint a board of arbitration, subject to the willingness 
of both sides to arbitrate. Other provisions of the act make 
it unavoidable that considerable time must elapse between 
filing of notices of intention to change the rate of pay and 
final adjudication, in the event of dispute. The Thiehoff rec- 
ommendation was understood to have been made with the hope 
that a new adjustment could be arrived at before termination 
of the existing agreement with respect to deduction of 10 per 
cent from pay checks. 

Further developments following the announcement of the 
conference committee of management resulted in the Railway 
Labor Executives appealing to President Hoover to use his 
executive authority to prevent any deduction in the wage level. 
President Hoover was asked, in effect, to require, as a condi- 
tion of loans to railroads by the Reconstruction Finance Cor- 
poration, a promise that the borrowing railroads would not par- 
ticipate in any move to reduce wages. 

In an announcement issued by Secretary of Labor Doak, 
September 26, it was made known that President Hoover had 
expressed his opinion to both the labor heads and railroad 
presidents that “it was desirable” that the question of wages 
be deferred until the first of the year. Management, appar- 
ently, acquiesced in that request to tlie extent of dropping the 
issue until after the election. 

In its presentation to the labor representatives, the con- 
ference committee of managers has argued that, if the deduc- 
tion of ten per cent from pay checks was justified a year ago, 
it is doubly so today. “In 1931, the year preceding the present 
deduction agreement,” it was pointed out, “passenger business 
was at the lowest it had been since 1905, and with the excep- 
tion of 1921 freight business was at the lowest since 1915. But 
as bad as the situation was in 1931, the business of the rail- 
roads has continued to decline in the present year and they 
have actually handled 29 per cent less freight than last year 
and the passenger business has fallen off 24 per cent more. At 
this rate of decline the freight business for 1932 will actually 
be lower than any year in the last quarter of a century. The 
situation has become so serious that in the first eight months 
of the present year the railroads of the country actually fell 
short of earning their fixed charges by $173,000,000. This is a 
situation that has never existed before in the railroad industry.” 
Something of the change that has taken place in the affairs 
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of the carriers, it was insisted, could be drawn from the fact 
that, in the first eight months of 1931, the railroads had an ex. 
cess of $68,700,000 over their fixed charges. On August 31, of 
this year, it was said, the railroads had 28.4 per cent less cash 
than they had a year ago, while their loans and bills payable had 
increased 42.2 per cent, exclusive of loans from the Reconstruc- 
tion Finance Corporation. 

“A further evidence of the precarious condition of the car. 
riers now is the fact that at the end of August the current lia- 
bilities exceeded current assets,” said a statement presented to 
the labor heads December 12, outlining the conditions under. 
lying the request of the railroads. “Although this situation im. 
proved slightly in September the latest information shows that 
the current assets exceed the current liabilities by only 2 per 
cent.” 

Up to October 31, the railroads had borrowed more than 
$290,000,000 from the Reconstruction Finance Corporation and 
more than $34,000,000 from the Railroad Credit Corporation, it 
was pointed out. “In other words, they were compelled to in- 
crease their indebtedness for the purpose of avoiding a whole 
chain of receiverships.” This money, it was added, must be paid 
back, with interest, and the railroads were faced with large 
maturities of funded debt, amounting to almost $300,000,000 in 
1933 alone, and aggregating almost $2,000,000,000 for the years 
to and including 1940. 

On the other hand, the labor representatives argued that re- 
ductions in wages, and consequent curtailment of purchasing 
power was the wrong course to follow if the depression were to 
be brought to an end. In a statement issued December 11, 
prior to the opening of negotiations, the assertion was made 
that the labor representatives had agreed to the 10 per cent 
deduction from pay checks “in an effort to relieve the financial 
strain of the railroads and with the hope of increasing railroad 
employment.” Since then, all industry had been sliding down 
hill and 110,000 railroad employes had lost their jobs, accord- 
ing to the union heads. “Now we are observing signs of eco- 
nomic recovery,” it was added. “No measure today could be 
more harmful to the whole nation than a new drive to begin a 
new cycle of wage cutting—to bleed white the fading buying 
power of the masses of the people.” 

The assertion was made that railroad rates could not be 
reduced through reductions in wages; that increased traffic alone 
would make that possible. 

“If those who control the wealth of America have not learned 
in three years how to stop the mounting tide of unemployment, 
if they do not know enough to stop wage cutting, to use our 
national wealth to increase employment and to revive pur- 
chasing power, we have no choice except to fight them as 
enemies of the common good,” declared one of the statements 
issued by the labor executives. 

In a “counter proposal” presented to the representatives of 
management December 16 by the union heads, willingness of 
the latter to extend the existing agreement for a fixed period 
of one year was reiterated. The only difference between this 
proposal and that made the previous day was that the new 
proposal changed the date after which either side might give 
notice of its intention to proceed under the railway labor act 
from January 1, 1934, to December 1, 1933. 

In a statement accompanying the proposal, the position 
that “compensatory wages” should be a first charge on indus- 
try was reaffirmed. 


DIVERSION AND RECONSIGNMENT CHARGES 


The proposal of the National Diversion and Reconsignmert 
Committee of the railroads to make the charges for diversion 
and reconsignment of dead freight in Western Classification 
Territory uniform with those in Official and Southern territories 
by increasing the charges in the west to the level of those in 
the other two territories brought only a handful of shipper 
representatives to the hearing before Chairman Eugene Morris, 
at Chicago, December 13. Under the carrier’s proposal, as e€x- 
plained by Mr. Morris, where the charge in Western Territory 
is now $2.25 a car, it is to be increased to $2.70 a car; where 
it is $5.85 a car, it is to be increased to $6.30 a car. He pointed 
out the desirability of uniformity in all territories and said he 
believed an increase to the level of the Official and Southern 
charges was justified. The charges in Southern Territory were 
made uniform with those in Official Territory a few months ago 
by raising the former to the level of the latter. Absence of 
uniformity between territories resulted from percentage in- 
creases and decreases at the time of the war and after. 

Shipper representatives generally’ expressed the view that 
uniformity was desirable, but took the position that this should 
be brought about by decreases, rather than increases, in the 
charges. It was thought likely that more interest on the part 
of the shippers would be displayed at future hearings to be 
held at Dallas, Tex., Denver, Colo., Minneapolis, Minn., and San 
Francisco, Calif. 
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SIX-HOUR DAY INQUIRY 


Application of the principle of the six-hour day in the em- 
ployment of railway employes would have no material effect, 
adverse or Otherwise, on the operation of the carriers’ prop- 
erties, assuming that revenues would be sufficient to cover any 
added operating expense and still maintain credit, the Com- 
mission advised Congress December 13 in its report in Ex Parte 
No, 106, six-hour day investigation. 

The Commission said there would be no material effect on 
service, adverse or otherwise, subject to the same qualifications 
as noted with respect to operation. 

Assuming the same volume of traffic and operations as in 
1930, and assuming no reduction in the then-existing compensa- 
tion for an eight-hour or otherwise basic day’s work, the Com- 
mission said the initial effect of application of the six-hour day 
would be to increase operating expenses collectively, including 
the express and sleeping car companies, at the rate of approx- 
imately $630,000,000 a year, or about 14.6 per cent of the operat- 
ing expenses, and approximately 22.2 per cent of the payroll 
expenses in 1930. On the same assumptions plus a reduction in 
the 19830 compensation pro rata to the reduction in the basic 
day’s work, and excluding road train and engine service from 
consideration because of the fact that employes in that class of 
service would suffer reductions in pay for just as much work as 
done under the eight-hour basis, application of the six-hour day 
would result in a decrease of about $26,000,000 a year, according 
to the report. The carriers had estimated that, applying the 
principle of the six-hour day with compensation computed on 
the basis of six-eighths of the then-existing daily rate, payroll 
costs would be reduced by $76,673,605. Approximately 57 per 
cent of the decrease, the Commission said, rested, however, on 
the assumption that payment of road train and engine service 
employes would be on the same basis of six-eighths of present 
compensation, and then pointed out difficulties in making such 
computations as to the road train and engine service employes 
as indicated. ; ; 

Upon either basis of compensation, the Commission said, 
the application of the principle of a six-hour day would render 
necessary between 300,000 and 350,000 additional carrier em- 
ployes in a year such as 1930,.and between 60,000 and 100,000 
additional employes in a year of abnormal economic conditions 
such as existed now. ' 

The Commission’s investigation was made under the joint 
resolution of Congress, approved March 15, 1932, directing the 
Commission to “investigate what would be the effect upon oper- 
ation, service and expense of applying the principle of a six-hour 
day in the employment of all classes and each particular class 
of railway employes because of such application.” 

The Commission, directed to report its findings to Congress 
on or before December 15, 1932, submitted its report two days 
before the “dead line.” 

No recommendations are made by the Commission. The 
report is confined to a review of the testimony taken in the 
course of the investigation and to the findings of fact, supple- 
mented by statistical appendices. 

The findings of the Commission follow: 

We are directed by the resolution to report our findings as to 
“the effect upon operation, service and expenses of applying the prin- 
ciple of a six-hour day in the employment of all classes and each 
particular class of railway employes because of such application. 
As has been indicated, we have construed the term “railway em- 
ployes” to include the employes not only of steam railways but also 
of electric railways, express companies and sleeping-car companies. 
The investigation relates to a possible future event, and therefore 
the element of prediction enters in. Methods of operation, speed and 
excellence of service, amount of business, and skill in management 
are among the constantly changing factors which will affect the 
future. A forecast based on presently available information is all 
that is possible. We shall make the best forecasts which our judg- 
ment permits, indicating in our findings certain important contin- 
gencies which may affect their accuracy. 

Operation and Service. The principle of a six-hour day can be 
applied, so.far as physical conditions are concerned, without material 
effect on the operation and service of the several carriers. The effect 
on expenses, indicated below, might affect operation and service, de- 
pendent on revenues. If there were no increase in revenues corre- 
sponding to the increase in expenses, the result mgiht be to force 
abandonment of operation in certain instances, either of entire prop- 
erties or of parts of properties; through inability to earn operating 
expenses. Abandonment of entire properties would not be likely to 
occur, except in the case of certain short-line steam railways and 
electric railways. In other instances, the effect of insufficient rev- 
enues might impair future credit in such a way as to affect operation 
and service adversely. The latter effect might be overcome in time 
by improving revenues or by financial reorganizations. We deem it 
impracticable to forecast the future course of carrier revenues. Obvi- 
ously, this is dependent upon a “wy variety of possible factors, by 
Ba most important of which is the economic condition of the 

Expenses. (a) Assuming the same volume of traffic and opera- 
tions as in 1930, and assuming no reduction in the then-existing 
compensation for an eight-hour or other basic day’s work, the initial 
effect would be to increase operating expenses of the carriers col- 
ectively, including the express and sleeping-car companies, at the 
ate of approximately $630,000,000 per year, or about 14.6 per cent of 
he operating expenses and approximately 22.2 per cent of the pay- 
roll expenses in 1930. However, the compensation of steam-railway, 
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express and sleeping-car employes was on Feb, 1, 1932, reduced 10 
per cent by an agreement which expires Jan. 31, 1933. There was no 
similar blanket reduction in the wages of electric railway employes, 
but we understand that there have en various reductions in those 
wages. If the wage reductions are continued, the above estimate of 
$630,000,000 would be reduced to something less than $570,000,000 per 
year. 

(b) Assuming the same volume of traffic and operations as in 1930 
and a reduction in the then-existing compensation pro rata to the 
reduction in the basic day’s work, and excluding road train and 
engine service from consideration for the reasons given in the pre- 
ceding discussion, the initial effect would be to decrease operating 
expenses of the carriers, collectively, including the express and sleep- 
ing-car companies, at the rate of approximately $26,000,000 per year, 
or about 0.6 per cent of the operating expenses, and approximately 
0.9 per cent of the pay-roll expenses in 1930. Allowing for the wage 
reductions above mentioned, this estimate would be reduced to some- 
thing less than $24,500,000 per year. 

it will be noted that in the above findings we assume the “same 
volume of traffic and operations as in 1930."". Regarded from the 
standpoint of the ten-year period ended with 1931, 1930 was a fairly 
normal year, but whether it can be regarded as representative of a 
normal future year remains to be seen. Using the same percentages 
of operating expense, and assuming the same volume of traffic and 
operations as in the twelve months ended with September, 1932, the 
initial effect would be an increase at the rate of approximately 
$414,000,000 per year under the first assumption with reference to 
wages and a decrease at the rate of approximately $20,000,000 per 
year under the second assumption. While the reductions in wages 
were in effect after Feb. 1, 1932, there were also reductions in com- 
modity prices which affected the operating expenses in the twelve 
months ended with September, 1932, as compared with the operating 
expenses in 1930. We do not as yet have sufficient detailed informa- 
tion in regard to operating expenses in the more recent period to 
determine whether use of the same percentages as for 1930 produces 
fair estimates. Changes in operations and methods of performing 
work, as well as changes in wages, might affect the percentages. 
Probably, however, the estimates of $414,000,000 and $20,000,000 above 
given are both somewhat too high, if wage reductions are to be 
continued. 

It will also be noted that in these findings we speak of the “initial 
effect.’’ It is our belief that the increase in expenses at the outset 
under the first wage assumption would gradually be lessened and 
that the decrease in expenses at the outset under the second wage 
assumption would gradually be increased, as the result of experience 
pene the proposed new arrangement and by technological develop- 
ments. 

It will finally be noted that our estimates, based on the same 
volume of traffic and operations as in 1930 and the then-existing com- 
pensation, are somewhat less than those submitted by the carriers. 
The carriers’ estimates of increased expenses, prorated to operating 
expenses, were, assuming no reduction in basic day’s pay, as follows: 
Class I railways and Class I switching and terminal com- 


EE 6h6 hind 0990044504504400006004b0b04eeNNNE 4 paeeeedeu $620,438,577 
Other steam railways and other switching and terminal 

ss acdinicn ea Wadewoan we Cads one ee eee a eee 21,342,145 
i, PE ci bns ened vei aw ris beléess seen ¥eepeneeaee - 23,190,157 
SEE BOON DOONEY icc ccccccccsccccecccccctosececeess 24,067,681 
Southeastern Express Company ........ccccccccccccccccces 618,373 
EE SI 6.6.06 906650056005 5:356 509540 wS4ek bs aNonn 12,752,022 


$702,408,955 
Upon the basis of our total estimate of $630,000,000, the above amounts 
would be substantially as follows: 
Class I railways and Class I switching and terminal com- 


OS Pere VAs ANS ROARS eeteRaencaed $556,000,000 
Other steam railways and other switching and terminal 

Re eR b54db408eeebeseunsbe 19,000,000 
EE SED 6n6005.406405040000000000008 $+iiaetseneene 21,500,000 
I, ccs cc cciows bins oh eneesseeseeeed aes 22,000,000 
BOULMORSCETE TERPESRE COMMA ccc ccccccccccscccesccccees 500,000 
SD hb ne 0G bnweeueébabe ence dns teenkeseeens's 11,000,000 


$630,000,000 
Attention is again called to the fact that these figures are based upon 
compensation paid in 1930. 

Our reductions are a matter of judgment and are due to the im- 
pression which we have gained from the evidence that the carriers 
have probably underestimated somewhat the rearrangements of work 
and other expedients which could immediately be employed to limit 
the effect upon expenses. The reductions are, therefore, more or less 
arbitrary and cannot be supported by any definite mathematical com- 
putation. Experience would, we believe, disclose the practicability of 
still other rearrangements and expedients and the amount of added 
expense, assuming no reduction in basic pay, would also be reduced 
gradually by the further development of mechanical labor-saving de- 
vises and other technological improvements. The added expense 
would, no doubt, stimulate such development. The only way in which, 
in our opinion, a more accurate advance estimate could be made of 
the effect of the application of the principle of a 6-hour day would 
be by an actual test on some representative railroad or section of a 
railroad, or by intensive field studies conducted by representatives 
of the carriers and employes jointly, preferably under the supervision 
of this commission. 

The effect, so far as expenses are concerned, in the case of each 
class of employes is sufficiently indicated in the various appendices, 
allowing for the fact that we have reduced the carrier’s total figures 
somewhat. 

In addition to the effect upon operating expenses, there would be 
an effect upon construction expenses, in so far as the carriers’ em- 
ployes are used on construction work. Such minor additions to con- 
struction expense, however, would have an insignificant effect upon 
interest charges or dividend payments. Moreover, the amount of 
construction work which will be done in the future is problematical. 
At present comparatively little is being done. 

Upon either basis of compensation the application of the principle 
of a 6-hour day would render necessary between 300,000 and 350,000 
additional carrier employes in a year such as 1930, and between 60,000 
and 100,000 additional employes in a year of abnormal economic con- 
ditions such as now exist. 


CHANGE IN DOCKET 


Hearing in No. 25309, A. C. L. R. R. vs. Cape Fear Rys., Inc., 
assigned for December 15, at Washington, D. C., before Examiner 
Weems, was canceled and reassigned for December 21, at Washington, 
D. C., before Examiner Weems. 
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PARCEL POST ATTACKED 


Representative Rich, of Pennsylvania, member of the spe- 
cial House committee that is investigating government compe- 
tition with business, in remarks in the House, December 14, 
when the post office appropriation bill was under consideration, 
attacked what he asserted were propaganda efforts of J. C. 
Harraman, director of parcel post, to increase the business of 
the parcel post service in competition with private agencies. 
The parcel post service was defended by Representative 
LaGuardia, of New York, who urged Mr. Rich to devote his 
energies to other fields in which the government was compet- 
ing with private business and leave parcel post alone, “because 
we have had some very sad experiences with private express 
companies.” Mr. Rich said he was not objecting to the parcel 
post but to some of the methods employed. 

Representative Stafford, of Wisconsin, also a member of 
the investigating committee, who explained that he had par- 
ticipated in framing the legislation creating the parcel post, 
pointed to a report of the Post Office Department estimating 
a deficit of $32,700,000 in connection with handling fourth-class 
mail, which he said largely included parcel post. He said the 
service had been established, not to drive the express com- 
panies out of business but to afford service to points not reached 
by express companies, and added: 


No one can justify the government in any activity, whether in 
competition with private enterprise or not, in carrying merchandise, 
which is a pure business activity, and not a proper function of the 
postal service, at a rate that is not compensatory, and here you find 
that the government today is carrying merchandise by parcel post 
with a loss of nearly $35,000,000. For whom? Largely for the bene- 
fit of department stores in large cities that are crowding out the 
stores in the little trade centers throughout the rural districts. There 
is where the loss arises. 

No one can justify that. We can justify utilizing our activities 
of the rural free delivery to the maximum so that the farmers can 
get the benefit, but they should pay a compensatory rate for the 
service rendered. It is a subsidy, pure and simple, for the benefit 
of the department stores in the large cities, and incidentally the 
benefit of the patrons — the service. The postal service is a 
party to this economic loss. It is an economic crime to drive the small 
merchants out of existence for the benefit of the large department 
stores in the cities. 


RAILROAD MAIL PAYMENTS 


The annual treasury and post office appropriation bill, re- 
ported to the House December 10, by the appropriations com- 
mittee, carries $100,000,000 for inland transportation of mail 
by railroad routes and mail messenger service, as compared with 
$115,000,000 appropriated for the current fiscal year, and with 
$105,000,000 recommended by the Budget. In connection with 
this reduction and other reductions, the committee said due 
to the decrease in volume of business after the 1933 appropria- 
tions had been prepared, some portions of them would remain 
unexpended and that such factor was included in the reductions 
made. 

In the hearings before the committee, Assistant Postmaster 
General Glover expressed the opinion that if the committee 
cut the appropriation to $100,000,000, or below $105,000,000, a 
deficiency would have to be faced in all probability. Any re- 
sumption in business would result in a deficiency even with 
an appropriation of $105,000,000, it was stated. 

Regulation of rail mail rates by the Commission was ap- 
proved by Mr. Glover when he was asked whether it might not 
be better to have the Post Office Department control the matter 
entirely. 


SOUTHERN VEGETABLE CASE 


Hearings have been completed by Examiner Archer in I. 
and S. No. 3705, fresh vegetables to, from and between the 
south, and No. 25071, Growers and Shippers League of Florida 
vs. A. & R. et al. Briefs are due February 15. A proposed re- 
port will be issued. The two proceedings cover fresh vegetable 
rates in the south and hearings were begun at Atlanta, Ga., 
July 7, continued at Daytonia, Fla., September 21, and com- 
pleted at an adjourned hearing which was begun at Washing- 
ton, D. C., November 29 and completed on December 9, with 
a recess of two days, December 7 and 8. 


PRACTICES OF CARRIERS 


In Ex Parte No. 104, part 2, terminal services, the Com- 
mission has issued the following notice in reference to filing 
briefs: 


The taking of testimony concerning that part of this inquiry 
which relates to terminal services, and allowances in lieu thereof, 
in the placement of cars on private industrial tracks in position ac- 
cessible for loading and unloading has been concluded, and the time 
for filing briefs has been set for January 23, 1933. Briefs are ex- 
pected only from those who deem their interests to be such as to jus- 
tify such course, and the distribution of them among the parties of 
record may be limited as follows: 

, ben usual 20 copies should be furnished for the use of the com- 
mission. 

Parties filing briefs on behalf of industries should furnish copies 
to the respondent carrier or carriers serving such industries. 
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The respondent carriers should furnish copies to all industries 
served by them which appeared at the hearings. 

Apart from the above, the distribution of any brief may be ¢op- 
fined to such of the parties as may, on or before January 3, 1933, make 
written request therefor directly to the party proposing to file the 
brief desired. 

It is expected that the respondent carriers, in their respective 
territories, may find it convenient, by committee action, to file g 
single brief for all carriers in reference to each separate territory, 


SHORT LINE ELIMINATION 


E. B. Boyd, as agent for the Santa Fe, the Katy, Missourj 
Pacific, Union Traction Co., Hutchinson & Northern, Shelby 
County Railway, and the Beviere & Southern, have asked the 
Commission to modify its order in No, 19583, United Clay Prod. 
ucts Co. vs. A. & S. et al., by eliminating the requirement that 
rates be published to destinations on the Hutchinson & North. 
ern, Beviere & Southern and Shelby County Railroads. 

The request for elimination was made for the reason that 
the Burlington was not made a defendant in the case and that 
the rates ordered to be published could not be published with. 
out use of the Burlington as an intermediate carrier. Another 
reason for the elimination was that the publication of rates in 
connection with the Hutchinson & Northern as a line haul car. 
rier was unnecessary and would only be a duplication of rates 
now in effect by virtue of absorption rules. Another reason 
for the elimination was that the petitioning roads originating 
traffic at Coffeyville could not publish rates to destinations on 
Beviere & Southern and Shelby County Railways because of the 
failure of that order to apply in connection with the Burlington. 


ILLINOIS INTRASTATE COAL 


The Toledo, Peoria & Western Railroad has asked the Com- 
mission to deny the petition of the Alton Railroad Co. for re- 
ehearing in No. 23130, intrastate rates on bituminous coal 
between points in Illinois. (See Traffic World, Dec. 3, p. 1078.) 

The T. P. & W. says that the Alton has had its day in 
court and that it does not see why the T. P. & W. should be 
put to the expense that will be required if the Commission 
accedes to the request of the Alton and retires the case already 
settled. It charges further that the Alton has stated to the 
Commission certain partial truths which do not in any manner 
substantiate its right to a rehearing, but which, because of the 
fact that they are only partial truths, are used by the Alton as 
an argument for a rehearing. The T. P. & W. with respect to 
truck competition, said that the Alton did not put one witness 
on the stand with authority to speak on the matter of truck- 
ing coal. It further charges that neither the Alton nor the 
C. B. & Q. have seen fit to obey the express orders of the 
Commission in establishing rates from their own coal mines to 
Peoria. 

“Although the Alton has not seen fit to accord to this 
Commission the courtesy of a compliance with the orders 
clearly stated in unmistakable language of this Commission, it 
still has the temerity to come before this Commission and 
request that the Commission spend still more time on a case 
which has already been carefully considered and upon which a 
fair decision has been rendered,” says the T. P. & W. 


REVISION IN EMERGENCY CHARGE 


The changes in the emergency charges tariff sought by 
Central Freight Association Lines in B. T. Jones’ sixth section 
application No. A-3918 (see Traffic World, Dec. 10, p. 1121): in- 
clude a proposal to change item 5 (b) of the tariff by the 
inclusion of item 25 under the excepted items listed in item 
5 (b). 

Also, included in charges proposed in item 55, group 392, 
the following (at the conclusion of the second paragraph of 
the Traffic World item) was erroneously shown and should be 
stricken: 

Eliminate ‘marble, broken,’’ and “marble, crushed,” and add 


“marble, broken, crushed or ground,’ at an emergency charge of 
12 cents a ton. 


In the last paragraph of the item, an error was made in 
connection with the statement as to proposed change on “feed, 
animal or poultry, prepared, N. O. I. B. N.,” in that reference 
was made to items 16 and 17, group 701, instead of to items 
17 and 18 on page 220 of the Consolidated Freight Classifica- 
tion. It is explained that the purpose of the proposed change 
in the animal and poultry feed entry is merely to refer to items 
in current Consolidated Freight Classification No. 7, corre- 
sponding to the item numbers in Consolidated Freight Classi- 
fication No. 6, now referred to in the tariff of emergency 
charges. 





TENTATIVE VALUATIONS 


Valuation No, 1150, tentative valuation of the property of 
the Winchester & Western Railroad Co. By the Commission, 
division 1, as of December 31, 1927. Final value, total owned, 
$420,000, and total used, $435,837. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


LTHOUGH business in the full cargo grain trade has been at 
A a minimum since the closing of navigation at Montreal, berth 
grain space has been in good demand in the last few days, prin- 
cipally for the Mediterranean and Continent. This was encour- 
aging to the regular lines because their ships operating out of 
New York and other North Atlantic ports have had a poor 
season in spite of one of the best seasons at Montreal in a 
number of years, in point of volume of grain freight. 

Full cargo grain fixtures have been limited to one from 
Boston to Greece, 25,000 quarters, done on the basis of llc with 
option for Portland loading at 11%c for late December, and a 
Norwegian vessel for 28,000 quarters from Albany to Greece or 
the Adriatic on the basis of 10c for December. From the Pacific 
coast three fixtures from Vancouver were reported, all of them 
for Greece. One was for prompt loading, a 2,639-ton vessel at 
9s and the others for January at 28s for a 7,000-ton boat and 
2s 6d for a smaller vessel. 

Two transatlantic sugar fixtures were consummated, one 
a 6,500-ton Italian ship from Cuba to United Kingdom at 15c 
or Continent at 15s 3d for late December and the other a 4,000- 
ton Norwegian vessel from Santo Domingo to Casablanca on the 
basis of $2.25 for December. 

There were a few scattered time charters in the West 
Indies trade but no long voyages. On the Pacific coast a 2,307- 
ton motorship was engaged for the North Pacific trade for 
January on private terms. 

Coal and lumber fixtures were again missing from the 
list. In the tankers trade a 9,500-ton clean boat was fixed from 
the Gulf to the Cape Town-Durban range at 12s, option Mom- 
bassa at 14s for December or January and a big British motor- 
ship was engaged from California to two ports in Japan, dirty, 
at 211%4c for February. 


Conference Rates 


The United States Intercoastal Conference announced that 
the January lumber rate would be $10.25 for 1,000 feet, plus 
3 per cent surcharge, and that the shingle rate would be fifty- 
eight and one-half cents a hundred pounds, plus the 3 per cent 
surcharge. 

The Gulf Intercoastal Conference has announced the adop- 
tion of new rates for water shipments of canned goods to 
meet the recently established rail rates on canned goods from 
the Pacific coast to points in the Central West. Effective from 
December 9 the straight or mixed carload rate minimum of 
36,000 pounds will be 72c plus 2c surcharge to points served by 
the Federal Barge Lines, including St. Louis, East St. Louis, 
Cairo, Memphis, Helena and Vicksburg. 


Air-Steamship Service 


A freight service by airplane and express steamship from 
the Pacific coast to India was inaugurated December 12 by Air 
Express, Inc., the Cunard Line, and the Imperial Airways. 
Under the new combination of services, package freight will 
be delivered in Karachi, India, from San Francisco in 18 days 
as compared with 33 days by the ordinary methods of trans- 
portation. 

The Cunard Line announced that the first consignment of 
freight would leave San Francisco December 12 in a plane of 
the Air Express, Inc., and arrive in New York December 13 to 
be put aboard the Cunarder Berengaria, sailing that day. The 
Berengaria will arrive in Southampton on December 21. There 
the consignment will be handed over to the Imperial Airways, 
to be flown on its Indian service, leaving London December 24 
and arriving at Karachi on December 30. The Cunard Line 
Plans to operate the new service regularly in connection with 
the sailings of the Aquitania, Berengaria, and Mauretania. 


Freight Pooling Agreement 


The chief German and American steamship lines in the 
North Atlantic trade have entered into a freight pooling agree- 
ment following a conference of their representatives at Dussel- 
dorf, Germany, according to advices received in New York. 
The new three-year contract aims at a close cooperation be- 
tween the Hamburg-American Line and North German Lloyd, 
on the one hand, and the United States Lines and the Balti- 
more Mail Steamship Company and other American shipping 
companies interested in the service between Hamburg, Bremen, 
and New York and outports, on the other, with the so-called 
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“western group’—namely, the Black Diamond, Holland Amer- 
ica, Lloyd Royal Belge, and Red Star lines, running from 
Antwerp and Rotterdam—participating. The contract provides 
for: 


An agreement with the Baltimore Mail Line, a new American 
flag trans-Atlantic service, which was inaugurated more than a 
year ago, with regard to sailing dates and freight rates. 

A pool agreement between the United States, Hamburg American, 
and North German Lloyd Lines, operating from Hamburg and Bremen 
to New York. 

A pool agreement between the two German lines and the Amer- 
ican Yankee Line operating in the services between the German ports 
and Boston and Philadelphia. 

A pool agreement by all companies operating services from Ger-~- 
man ports and those whose ships sail from Rotterdam and Antwerp 
to the American ports. 


It is one of the objects of the new contract to stabilize 
freight rates that have heretofore suffered from the undersell- 
ing of rival companies, particularly in the North Atlantic trade. 
The new understanding refers to the westbound services to 
the United States exclusively. 


SEATRAIN INVESTIGATION 


The Traffic World Washington Bureau 


With the representatives of all parties in interest seem- 
ingly more peppery than before, Examiner Boles, December 12, 
resumed the hearing in No. 25546, investigation of Seatrain 
Lines, Inc., and No. 25565, application of the Missouri Pacific 
Railroad Co, and the Texas & Pacific Railway Co., in the mat- 
ter of common carrier service by water other than through the 
Panama Canal. Parker McCollester, attorney for Seatrain 
Lines, Inc., presented, but did not offer in evidence, data called 
for by the Commission and the opposition (see Traffic World, 
November 19, p. 983), saying that information was not being 
put into the record in behalf of Seatrain Lines, Inc., but in 
response to the request of the Commission which, as he said, 
was conducting an investigation, in its quasi-judicial capacity 
with a view to determining whether that carrier, by water as 
Mr. McCollester contended, was violating any part of the in- 
terstate commerce act. 

Among other things Mr. McCollester submitted copies of 
the correspondence between Seatrain Lines, Inc., and its pred- 
ecessor companies, on one hand and railroads on the other, 
which was had before there was any arrangement between it 
and any railroad for the service since established. He pointed 
out that probably the Commission, in proceeding with an in- 
vestigation to determine whether the interstate commerce act 
had been violated was not entitled to have that correspondence. 

Among the data submitted by Seatrain Lines, Inc., were 
the consist of voyages of Seatrain vessels between New York 
and Havana which did not, as the opposition pointed out, show 
the rates charged by Seatrain. Mr. McCollester said he did 
not see how the Seatrain rates between New York and Cuba 
were pertinent in an inquiry under section 13 of the interstate 
commerce act as the commerce was foreign commerce. 

J. R. Bell, who took the place of George H. Muckley, on 
account of the illness of the latter, said that under the Panama 
Canal act part of the inquiry the rates in the foreign trade 
would come within the jurisdiction of the Commission for the 
purpose of the inquiry. 

If Seatrain was a common carrier by water, Mr. McCol- 
lester said, there was no question of public interest involved 
because no certificate was required for a carrier to enter the 
foreign trade. The examiner and Mr. Bell contended that the 
material would be relevant under the Panama Canal phase of 
the subject. Mr. McCollester pointed out that Seatrain Lines, 
Inc., was not an applicant and that Seatrain Lines, Inc., owned 
the Hoboken Manufacturers railroad and that it was not a 
question of a railroad owning a ship line in violation of the 
part of the law forbidding such ownership or interest without 
the permission of the Commission. 

H. H. Larimore, in behalf of the Missouri Pacific, submitted 
data requested by the other side but he said he was not asking 
to have the facts put into the record. The examiner, however, 
placed the papers among the exhibits in the case. Mr. McCol- 
lester admitted that if it were determined that Seatrain Lines, 
Inc., were a railroad, then the question of public interest would 
arrive. 

When the attorneys had a breathing spell in their law con- 
tentions, A. R. McCowan, superintendent of the Hoboken rail- 
road, described the physical operations required to handle 
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freight for ordinary ships and for Seatrain vessels, saying that 
it took from half to a whole hour to handle a car for an ordinary 
ship and fifteen or twenty minutes for Seatrain. 

Henry Thurtell, cross examining the witness for southern 
railroads, asked questions with a view, seemingly, to show that 
Seatrain vessels were the web-footed segments of railroad 
routes from Hoboken to New Orleans and that without railroad 
tracks on the vessels and railroads at each end of their route, 
there would be no Seatrain service. 

Attorneys for the railroads opposing the Seatrain idea asked 
Mr. McGowan many questions seemingly intended to develop 
facts tending to show that the Hoboken Railroad and Seatrain 
operations were so interwoven that the enterprise was a unity 
and not a joining together of distinct services a carrier by rail- 
road and a carrier by water. Mr. McGowan, in answer to ques- 
tions, said that Seatrain had hired a locomotive from the rail- 
road and performed some of the service for itself. The opposi- 
tion attorneys also asked many questions as to the alleged 
intermingling of stevedoring service. 

The routine of the hearing was varied on the first day so 
as to permit the taking of testimony on the public interest 
phase of the subject before the Seatrain case was wholly dis- 
posed of. Norris W. Ford, traffic manager of the Connecticut 
Manufacturers’ Association; E. F. Hefron, assistant manager 
of the traffic bureau of the Boston Chamber of Commerce, and 
A. G. T. Moore, traffic manager of the Southern Pine Association, 
expressed themselves in favor of the new service as being in 
the public interest in that it gave members of their organiza- 
tions an opportunity to obtain service, without breaking of bulk, 
on traffic not susceptible to handling, all-rail, because of high 
rates, or by break-bulk vessel service on account of the risk 
of damage. Mr. Moore said that the service offered the possi- 
bility of southern pine being brought back into eastern terri- 
tory from which he said it had been excluded by movements of 
west coast lumber through the Panama Canal. Mr. Hefron 
expressed the belief that the New Haven, by reason of the 
service offered by Seatrain, would be able to regain some of the 
traffic it had lost to the trucks. 

Johnston B. Campbell, former commissioner for the Boston 
Port Authority, objected to the testimony of witnesses in favor 
of the continuance of service by Seatrain and the railroads 
because, as he asserted, the service was clearly in violation of 
law. He made the objection when the first of the witnesses 
was presented but was overruled. He noted an exception and 
said he desired his objection to stand against all without the 
necessity of his renewing it as each witness appeared. 


The attorneys at the close of the second day’s hearing 
locked horns over the question whether those for the opposi- 
tion railroads might ask W. J. Mathy, general freight agent 
of Seatrain, about the port to port rates and divisions of the 
water-rail rates to which Seatrain was a party as part of their 
cross examination. Examiner Boles ruled that the question of 
port to port rates and divisions were material and pertinent to 
that part of the inquiry caused by the Missouri Pacific and Texas 
& Pacific applications on account of their ownership of stock 
in Seatrain Lines, Inc. Messrs. McCollester, Larimore and T. 
D. Gresham, attorneys for Seatrain and the applicant railroads, 
excepted to the rulings. Mr. McCollester, for Seatrain, asked 
that the asking of the questions be postponed until he had had 
time to consult his client as to whether he should or should 
not advise Mr. Mathy to refuse to answer the questions. He 
said he probably would be able to dispose of that question in 
time for the cross examination to proceed on that phase the 
following day. 

Witnesses who testified on the second day for the Seatrain 
service, other than Mr. Mathy, were E. J. Bachman, vice-presi- 
dent; Jefferson Island Salt Co.; C. V. Hanlon, associated with 
Milton P. Bauman, in behalf of terra cotta manufacturers able 
to use Seatrain service but not break-bulk vessel service on 
account of packing requirements; W. N. Webb, general traffic 
manager, the Celotex Company, New Orleans, which he said 
was able to use the service for unwrapped shipments, and W. S. 
Cornell, of the Shreveport, La., Chamber of Commerce, speak- 
ing for certain shippers at Shreveport and also shippers at 
Marshall, Tex. 

Carl Giessow, of the St. Louis Chamber of Commerce, an- 
other witness, was interested in the relationship of rates both 
geographically and as between all-rail and Seatrain rates on 
one hand and Seatrain and break-bulk rates on the other. 

After consultation with President Brush of Seatrain Lines, 
Inc., it was announced that that carrier, with a view to afford- 
ing the Commission all the information possible, would permit 
Mr. Mathy to answer questions about its port to port rates and 
divisions. All rights, however, were reserved in behalf of the 
boat line to attack, in court, any order the Commission might 
make, based upon that testimony, that might appear to trench 
upon the rights of the carrier. 


Mr. Mathy said Seatrain had made rates, port to port, lower 
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than the maximum on file with the Shipping Board, the same 
as other ship lines, the law merely requiring carriers by water 
to observe their maximum rates. He gave the rates charged 
and collected on shipments on a number of voyages by Seatrain 
vessels, as for instance, 25 cents on olive oil foots; 18 cents op 
rags; 28 to 30 cents on coffee; 25 cents on steel bar sash; 4g 
cents on batteries and 22 cents on lubricating oil in a tank car, 

As to divisions, he said that on traffic going through, the 
Seatrain paid the Hoboken railroad $1 a ton on carload traffic 
and $1.45 a ton on less-than-carload. He said that the Texas 
& Pacific allowed divisions to Seatrain the same as it allowed 
to Morgan line ships, that assertion being made in answer to 
questions by Mr. Bell representing the Southern Pacific inter. 
est. Negotiations with the Missouri Pacific on the matter of 
divisions, he said, had not been completed. Examiner Boles 
ruled out questions as to what the Missouri Pacific claimed and 
what Seatrain claimed as to the basis of divisions. The witness, 
however, said that settlements on the basis of divisions in 
effect between Seatrain and the T. & P. had been attempted. 

Mr. Bell brought forth a chorus of objections when he 
asked the witness if the Erie, for which Mr. Mathy had said he 
had worked for twenty years, was not a Van Sweringen road. 
He did not press the question. But he asked attorneys on the 
other side to join in a stipulation to the effect that the so-called 
Van Sweringen roads did not have routes between the south- 
west and the east with which the Seatrain-railroad routes could 
and did compete. Mr. Gresham, for the T. & P., in addition 
to the refusal of the attorneys on the other side, said he re- 
fused because the premise was not correct. 

The cross examination of Mr. Mathy proceeded in minute 
detail about the loading and unloading of cars by the Hoboken 
although, seemingly, he desired to shorten it by asserting that 
what that railroad did at New York was what other railroads 
had to do in the New York area to get freight into and out of 
their cars, the chief variation in which from the practice gen- 
erally, is that the carriers have to load and unload much of 
the carload freight by reason of the fact that Manhattan is an 
island. 

On account of references to the report of the Commission 
to the practices of the Seatrain and the conclusion that it re- 
bated drawn by opposition attorneys caused several clashes 
that bordered on the personal. Mr. McCollester, at one point. 
said that his interest had asked the Commission to change its 
report on account of things in it not supported, as he said, by 
the record. 

A. L. Reed, in behalf of the Fort Worth, Tex., Chamber of 
Commerce and the Dallas, Tex., Chamber of Commerce testified 
in favor of the Seatrain service. There was no fighting about 
his testimony. 

When Graham M. Brush, president of Seatrain Lines, Inc., 
was recalled for cross examination the controversies about the 
relevancy, materiality or competency of questions asked by the 
cross examiners or of documents offered by Mr. Brush, appeared 
again. R. J. Lehman, in behalf of eastern trunk line railroads, 
cross examined Mr. Brush in considerable detail about the stock 
holdings in Seatrain Lines, Inc., the amount of the mortgage 
the Shipping Board holds on the Seatrain vessels, the rates of 
interest. That body holds a mortgage for $1,189,687 on each 
of the two vessels used in the service that is the subject of the 
investigation. 

Mr. Bell went over stock holdings of Seatrain Lines, Inc., 
not only by the Missouri Pacific and Texas & Pacific but by 
Over-Seas Railway, the holder of stock in Seatrain Lines, Inc., 
to the extent, as figured in the course of the cross examination, 
of giving it over 55 per cent of the voting power in that cor- 
poration. 

In the course of the cross-examination Mr. Bell wanted to 
know about an application supposed to have been made by 
Seatrain Lines, Inc., for a six months’ extension, by the Ship- 
ping Board, of the exemption from the ship construction loan 
contract limiting Seatrain to foreign service so that it might 
engage in the coastwise service via Havana. 

In the course of the exchange of questions and answers 
about that matter Mr. Brush said there was a “leak” in the 
Shipping Board which he could prove. Mr. Bell took that as a 
charge by Mr. Brush who had said that a few days ago there 
had been a talk between a representative of Seatrain and mem- 
bers of the Shipping Board that was supposed to be confidential. 
Later he explained that he did not mean to charge on his own 
responsibility that there was such a leak but was merely repeat- 
ing, in that respect, what had been told to him by members 
of the Shipping Board who were perturbed about the matter. 
Mr. Bell wondered how there could be confidential communica- 
tions about a matter on which the Shipping Board had held a 
public hearing, adding that he knew that he was not on such 
a footing with the board, although he was interested in the 
subject. 

Mr. Brush said that he did not know nor had reason to 
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pect or believe that the Missouri Pacific or the Texas & 


Siac had a beneficial interest in any stock in Seatrain not 


shown of record in the books of that corporation. He made a 
similar declaration with regard to the Erie and other of the 
so-called Van Sweringen railroads. 

Examiner Boles said a request for the names and amount 
of stock holdings in Over-Seas Railway, made by Mr. Bell, would 
be taken under advisement. Mr. Bell said that he had learned 
who controlled Seatrain Lines, Inc., and that he desired to 
obtain similar information as to Over-Seas Railways, to the end 
that he could make an investigation as to the holdings of stock 
in that corporation. In answer to questions by the examiner, 
Mr. Brush said he, his family and his close personal friends, 


none of whom were directors in railroads or large holders of - 


railroad stocks, owned more than fifty-one per cent of Seatrain 
Lines, Inc., stock. Railway Transports, Inc., owner of the pat- 
ents, Mr. Brush said, had four stockholders, three of whom 
were himself and two brothers-in-law. 

Among the things upon which President Brush of Seatrain 
Lines, Inc., touched upon in his cross examination by attorneys 
for the opposing railroads were the reasons put forward by the 
Post Office Department, in testimony before the Senate appro- 
priations committee, for mail subsidies. His object was to 
show, he said, that payments made to ships by the Post Office 
Department were not for the sole purpose of carrying the mail 
put for the broader purposes served by ship service between 
this country and other lands. 

After Mr. Brush had offered that opinion testimony, Mr. 
Bell asked that the Commission require Seatrain to put into 
the record a copy of the advertisement issued by the Post 
Office Department for the establishment of service on the mail 
route between New Orleans and Havana. He said he wanted 
that advertisement put into the record so as to answer the 
conclusion stated by Mr. Brush that the contract for that 
service was awarded was under the usual (competitive) condi- 
tions. Mr. Bell made the point that the advertisement did not 
call for competitive bids but was so drawn that only one com- 
pany could comply with the specifications. Mr. Bell said that 
he had objected to the admission of Mr. Brush’s conclusion on 
that point but was overruled. Therefore he said he wanted 
the advertisement put into the record, adding that it was no 
secret that the matter was now before the Comptroller General 
on the point in issue, competition. 

Mr. McCollester objected because he did not believe the 
Commission wanted to be put into the attitude of passing on 
the question as to whether the Post Office Department had com- 
plied with the law. Examiner Boles said he did not see why 
the respondent should be required to furnish the advertisement. 
Mr. McCollester said Seatrain did not bring the question of 
mail pay into the case but that on the contrary it objected to 
its introduction. Commissioner Brainerd, however, Mr. McCol- 
lester said, wanted it, wherefore it was in the record. 


Examiner Boles said that the only pertinency the mail con- 
tract or how it was awarded could have was to show that the 
Seatrain got the money or was entitled to it and that the pay- 
ment was a subsidy by the government. 


“I know how they (Seatrain) got this contract and I know 
how they got the loan,” said Mr. Bell, who was allowed to read 
the Post Office Department advertisement into the record. 

Mr. McCollester wanted to know whether Mr. Bell was 
charging that the Postmaster General violated the law. Mr. 
Bell answered that he was, in his opinion, to the extent that 
the advertisement issued by the department for bids for fur- 
nishing the service did not comply with the requirement of the 
law for competitive bidding. Mr. McCollester asked Mr. Bell, 
on that point, whether Mr. Bell would stipulate with him that 
Seatrain offered the Southern Pacific opportunity to bid on 
such a ship as the advertisement contemplated. Mr. Bell said 
he would not. 

E. A. Hodkinson, commerce statistician for the Trunk Line 
Association, put into the record an analysis of traffic carried 
by Seatrain, statistics as to the financial condition of the Class 
I carriers in the eastern district from Dec 31, 1921, to Dec. 31, 
1931, reasons as to why shippers who had been shipping all- 
rail went to Seatrain service and things of that sort which led 
to more controversies among the lawyers. 

The Missouri Pacific and the Texas & Pacific submitted a 
copy of an amended application in No. 25546, their application 
on the Panama Canal phase of the proceeding’ on account of 
their stockholdings in Seatrain Lines, Inc., more clearly to show 
their holdings in Seatrain Lines, Inc., and Over-Seas Railway, 
Inc., the operations of which Seatrain Lines, Inc., took over 
on Dec. 3, 1931. The Missouri Pacific owns 863 shares of each 
Common and preferred Over-Seas stock and the T. & P. owns 
862.5 shares of each class of stock. 

The Missouri Pacific owns 1,674 shares of the Class A stock 
of Seatrain and the T. & P. owns 1,673 shares. 


The Traffic World 








PAGE 1195 








Opposing the establishment of the new service between the 
Atlantic seaboard and the southwest, B. H. Stanage, traffic 
manager of the St. LouisSan Francisco, said he had heard 
of no complaint about the service between those parts of the 
country. His interest was in the traffic via the ocean-and-rail 
routes via Norfolk, Va., and Savannah, Ga., which, he said, 
competitive with traffic through New Orleans. 

The volume of that traffic, he said, was considerable and 
the revenue to the Frisco was substantial in amount. Its loss, 
he added, would very likely impair Frisco service on the re- 
maining portion of the moving-ocean-rail traffic. 

“In our opinion,” said he, “there is no public necessity for 
another competitive route and other service in the handling 
of the traffic I have described. We are today experiencing 
very active competition from other transportation agencies in 
the handling of the principal traffic moving to and from our 
territory. The traffic moving today is not of sufficient volume 
to justify a diversion of part of it to another competitive 
agency. The present service is satisfactory to the shipping 
public. 

“While Seatrain Lines, Inc., have thus far only established 
joint rates between points on the Atlantic seaboard and points 
in Louisiana and Texas, including Texarkana, there is nothing 
to prevent their establishing joint rates and routes between 
points in Atlantic seaboard territory on the one hand, and points 
in Missouri, Kansas, Arkansas and Oklahoma on the other.” 

The states mentioned constitute the heart of the Frisco 
system. 


Findings Attacked 


Attacking findings of the Commission in No. 24119, in the 
matter of the application of the Florida East Coast Railway Co., 
involving car ferry service operations between New Orleans 
and Havana, as damaging to the petitioner in the conduct of 
its lawful business, Over-Seas Railways, Inc., predecessor of 
Seatrain Lines, Inc., has asked the Commission to reconsider 
the decision. (See Traffic World, Oct. 29, p. 818.). 


Over-Seas Railways charges that the Commission errone- 
ously found that the petitioner refused to become a member 
of the Gulf and South Atlantic-Havana Steamship Conference 
when invited to do so. It says that it was refused admission 
unless and until it would agree to charge rates in excess of 
those charged by its competing steamship lines operating from 
New Orleans to Havana. 

The Commission has erroneously found, says petitioner, 
that Over-Seas started a rate war in which it published no 
tariffs but repeatedly reduced rates on traffic regarded as at- 
tractive. Petitioner asserts that the record shows that its rate 
policy was simply to maintain equality of rates with the steam- 
ship lines and the long standing relationship of rates via New 
Orleans and via Key West. 

It is further charged that the Commission erroneously found 
that the petitioner discriminated between large and small ship- 
pers. The petitioner says that the question of rates not being 
material to the proceeding, it did not undertake to contradict 
each charge to that effect made by the F. E. C., but contented 
itself with a general denial of making any discriminatory rates 
to anyone. 

The petitioner says further that the Commission found that 
Over-Seas made special allowances to shippers and paid rebates 
without explaining that such rebates and special allowances 
were perfectly legal and were necessary to maintain the es- 
tablished rate relationship between the parties involved which 
the Florida East Coast Car Ferry Co. was attempting to destroy 
in accordance with its announced policy of reducing its rates 
to the New Orleans basis. ‘ 

The Commission erroneously found, says petitioner, that 
the Gulf and South Atlantic-Havana Steamship Conference 
ceased to function for the discussion of rates and the publication 
of tariffs as a result of the policy of petitioners whereas the 
record shows that the conference had functioned and was func- 
tioning now. 

Other findings of the Commission are attacked as erroneous 
by petitioner which says that if the erroneous findings are cor- 
rected the order of the Commission will be reversed and the 
application of the Florida East Coast Railway Co. denied. Such 
reversal, it says, should be based on the record already made. 

“This petitioner does not urge a rehearing of this matter,” 
says the Over-Seas, “since it is convinced, that the proposed 
service by Florida East Coast Car Ferry Co. between New Or- 
leans and Havana has been abandoned and will not be estab- 
lished. The ultimate decision of the Commission having be- 
come moot, this petitioner does not desire to incur any further 
expense except for the purpose of correcting erroneous findings 
of the Commission which are injurious to this petitioner in the 
conduct of its lawful business and contrary to the record and 
the facts.” 

Petitioner asks correction of the alleged erroneous find- 
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ings “which are damaging to this petitioner in the conduct of 
its lawful business, and particularly in respect of matters now 
pending before the United States Shipping Board and other 
governmental agencies. . .” 


WATER CARRIER AGREEMENTS 


The following agreements, filed in compliance with section 
15 of the shipping act of 1916, have been approved by the Ship- 


ping Board: 

Pacific Coast to Great Lakes: 2038—Panama Pacific Line with 
McCormick Steamship Company and General Motorship Corporation: 
Arrangement covers through shipments of canned goods, dried beans, 
and dried fruit from Tacoma, Seattle and Portland, McCormick Steam- 
ship Company’s loading ports, and from Alameda, Oakland, San Fran- 
cisco, Los Angeles Harbor, and San Diego, Panama Pacific Line’s 
loading ports, to Buffalo, Cleveland, Toledo, Detroit, Chicago and 
Milwaukee. 

Puerto Rico to Pacific Coast: 2149—Bull Insular Line, Inc., with 
American-Hawaiian Steamship Company: This arrangement provides 
for through shipments of canned goods from San Juan and other 
Puerto Rican ports of call of Bull] Insular Line to United States 
Pacific Coast ports, with transshipment at New York. 

Far East and Orient to Atlantic Coast: 2151—Silver Line, Lim- 

ited, with American-Hawaiian Steamship Company: Covers through 
billing arrangement covering shipments from Far East and Oriental 
loading ports of Silver Line to United States Atlantic Coast ports of 
call of American-Hawaiian, with transshipment at Los Angeles or 
San Francisco. . 
P Far East and Oriental Ports to Atlantic Coast: 2163—Mitsubishi 
Shoji Kaisha, Ltd., with American-Hawaiian Steamship Company: 
Arrangement covers through shipments from Nagaski, Kobe, Yoko- 
hama, Osaka, Moji and other Far East and Oriental ports of call of 
Mitsubishi Shoji Kaisha to United States Atlantic Coast ports, with 
transshipment at Seattle or Portland. 

Honolulu to Hamburg: 2033—Dollar Steamship Lines, Inc., Ltd., 
with Hamburg-American Line: This agreement provides for through 
billing arrangement covering shipments from Honolulu, T. H., to 
Hamburg, Germany, with transshipment at New York. Transship- 
ment expense at New York is to be absorbed by the carriers. 

Straits Settlements to Gulf: 2175—Dollar Steamship Lines, Inc., 
Ltd., with Seatrain Lines, Inc.: Arrangement covering through ship- 
ments of crude rubber from Straits Settlements to New Orleans, with 
transshipment at New York. Transfer charges at New York are to 
be absorbed by the carriers. 


Agreements Modified 


Trans-Pacific Passenger Conference Agreement (131-A) — This 
agreement modifies Articles C and E of the basic agreement of the 
Trans-Pacific Passenger Conference approved by the board April 2, 
1930. The only change to be effected in Article C is the addition of 
one provision to paragraph (d). Under the present terms of this 
paragraph withdrawal of a member line automatically releases all 
the other members of the Conference from the provisions of the 
agreement unless they specifically agree to continue thereunder. 
Modification provides that resignation of a member company because 
of discontinuance of service is not to operate to release the other 
member lines. Paragraph (b) of Article E of the Conference agree- 
ment, as previously in effect, required member companies to confine 
sale of transportation by sub-agencies to those with public offices 
specializing in the sale of transportation and eligible for appointment 
by any member line. It further provided that such agencies were 
to be remunerated by payment of authorized commission only and 
that the number of such sub-agencies may be limited, reduced or 
increased by unanimous agreement of the lines. The modification 
provides substitution for the former paragraph (b) of a revised para- 
graph requiring member lines to confine sales of transportation by 
sub-agencies to those appointed on a commission basis. It authorizes 
the lines, by unanimous agreement, to limit, reduce, or increase the 
number of sub-agencies and to adopt by-laws to cover the conditions 
of appointment and cancelation of sub-agencies, the location of their 
offices and scope of their activities and to govern the joint and 
several relationships of the lines to such sub-agencies. It further 
provides that the member lines may by such by-laws restrict the 
activities of sub-agencies in so far as concerns competitive non- 
member lines and prescribe conditions governing bonding, sale of 
tickets, maintenance of accounts, remittances, return of unsold tickets 
and orders, advertising, and the general conduct of sub-agency busi- 
ness, including the minimum amount of business necessary to reten- 
tion of a sub-agency appointment. It further provides that violation 
of any rule or regulation or any default by a sub-agency with respect 
to one or more of the lines shall, upon unanimous agreement of the 
member lines of the Conference, disqualify such sub-agency as to 
all member lines and its appointment is to be canceled and withdrawn 
simultaneously by all such lines. The participating carriers are as 
follows: American Mail Line, Canadian-Australasian Line, Limited, 
Canadian Pacific Steamships, Ltd., Dollar Steamship Lines, Incorpo- 
rated, Limited, Matson Navigation Company, Nippon Yusen Kaisha, 
Osaka Shosen Kaisha, States Steamship Company and Union Steam- 
ship Company of New Zealand, Ltd. 

Trans-Pacific Passenger Conference (131-15-A)—A modification, 
approved by the board January 6, 1932, of the agreement of the 
Trans-Pacific Passenger Conference, authorized member lines of the 
Conference to grant reduction of not more than 15 per cent off pub- 
lished tariff first-class fares to consuls general, consuls and vice- 
consuls and to dependent members of their immediate families. The 
modification now approved limits the authorized reduction to not 
more than 15 per cent from the published tariff one-way first class 
fares and adds ambassadors, ministers (plenipotentiary), charges 
d’affaires, secretaries to embassies or legations and counselors and 
attaches to embassies or legations, and dependent members of their 
immediate families, to those to whom member lines may grant such 
reduction, 

Trans-Pacific Passenger Conference—This modification designated 
as Conference Agreement 131-19-A is filed to record the addition of 
States Steamship Company as a member line of the Orient group of 
the Trans-Pacific Passenger Conference and to record withdrawal of 
the Los Angeles Steamship Company from the Hawaiian group of 
the Conference. 

Agreement 131-23 modifies By-Law A-8 of Conference Agreement 
No. 131-1 approved bv the board November 25, 1930. Under the 
agreement in effect the secretary of the Conference promulgated 
record of passengers carried by member lines of the Orient and 
Hawaiian groups to the respective member lines only of each of these 
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groups. The modification provides for promulgation of records 6 
carryings by all groups to all member companies of the Conference 
The modification further provides for substitution of the designation 
“third class’ for that of “steerage’’ contained in the present agree. 
ment and provides for issuance of reports of passenger carryings by 
the Conference secretary semi-monthly instead of each week, 

Agreement 131-24 provides for inclusion in the by-laws of the 
Conference as approved by the board November 25, 1930, of an addij- 
tional by-law requiring applicant for Conference membership to sub. 
mit detailed information in respect to each of its passenger vessels, 
its schedule of sailings and a complete tariff of its fares and charges 
in connection with transportation of passengers and commissions paid 
by it as well as signed undertaking to abide by the Conference agree. 
ment. The information thus submitted is to be considered by the 
Conference Rate Committee or group interested in the particular 
trade in which applicant is to operate and report or recommendation 
in respect thereto submitted to the Conference before applicant’s 
request for admission to Conference membership is acted upon. This 
modification is stated to be for the purpose of attaining uniformity 
of fares and charges as between the applicant and the member lines 
of the Conference. 

The participating carriers are as follows: American Mail Line, 
Canadian-Australasian Line, Limited, Canadian Pacific Steamships, 
Ltd., Dollar Steamship Lines, Incorporated, Limited, Matson Navi- 
gation Company, Nippon Yusen Kaisha, Osaka Shosen Kaisha, States 
ee Company and Union Steamship Company of New Zeal- 
and, ‘i 

566-1 — American-Hawaiian Steamship Company with Leyland 
Line, Red Star Line and White Star Line: Covers modification of 
agreement between American-Hawaiian Steamship Company and In- 
ternational Mercantile Marine Company, covering through shipments 
from United States Pacific Coast ports to Liverpool, Manchester and 
other United Kingdom ports of call, via Boston. The modification 
provides for the recording of the International Mercantile Marine 
Company as agents for the Leyland Line, Red Star Line, and White 
Star Line in this agreement. 

1941-1—Furness Red Cross Line with The New York and Porto 
Rico Steamship Company: Covers modification of agreement covering 
through shipments of dried, pickled and smoked fish from St. John’s, 
Newfoundland, to Puerto Rico, with transshipment at New York. 
The purpose of the modification is to provide for the apportionment 
of the through rates together with the transfer charges necessarily 
incurred at New York. 

1825-1—The Atlantic & Caribbean Steam Navigation Company 
with North German Lloyd: Modifies an agreement covering through 
shipments of tobacco from San Juan, Puerto Rico, to Bremen, Ger- 
many, with transshipment at New York. The purpose of the modifi- 
cation is to provide for the apportionment of the through rate 
between North German Lloyd and The Atlantic & Caribbean Steam 
Navigation Company. 


PROVIDENCE ATTACKS SHIP RATES 


Assault on intercoastal ship rates has been begun before 
the Shipping Board in City of Providence, R. I., et al. vs. Amer- 
ican-Hawaiian Steamship Co. et al. Among the other complain- 
ants, named in a complaint filed by Wilbur LaRoe, Frederick 
E. Brown, John C. Mahoney, Clemens J. France and E. C. South- 
wick, are the Municipal Terminal Development Committee of 
the City of Providence, the Providence Chamber of Commerce, 
the Rhode Island State Harbor Commission, the Rhode Island 
Commission on Foreign and Domestic Commerce and shippers 
from points in Rhode Island and in Massachusetts. The de- 
fendants are members of the United States Intercoastal Confer- 
ence, some of which do not serve Providence but do serve 
Boston, Mass. 

The Massachusetts port, Portland, Me., and Albany, N. Y., 
are alleged to be unduly preferred and Providence unduly 
prejudices as a result of the agreement made among the mem- 
bers of the conference when it was reconstituted last August 
by the establishment of a differential of 7.5 cents a hundred 
pounds from Providence over Boston, Portland, and Albany. 


The complainants allege they have been damaged by the 
unreasonable and discriminatory rates and practices they charge 
against the members of the conference and ask for reparation, 
$50,000 for the city of Providence, $50,000 for the Rhode Island 
State Harbor Commission and for each of the shipper com- 
plainants in the sums represented by the amount of the arbi- 
trary of 7.5 cents or by the cost of transporting freight to or 
from Boston or other competing port, the amount of which will 
be shown, according to the complaint, in accordance with the 
rules of the Shipping Board. The shippers claim to be damaged 
7.5 cents on eastbound traffic and by the amount it costs them 
to get their traffic to Boston on westbound traffic. 


The complainants ask for rates no higher than accorded 
Boston, Portland and Albany and the cancellation of the con- 
ference agreement of August 31, 1932, establishing the differen- 
tial against Providence. 

According to the complaint the areement against which the 
charge is made is a combination in restraint of trade, embrac- 
ing all but one of the common carriers by water engaged in 
the intercoastal trade. As a direct result of the creation of 
the conference, said the complaint, certain of the defendants 
which had theretofore served Providence, more particularly the 
Luckenbach Steamship Co., and had maintained reasonable and 
nondiscriminatory rates on intercoastal traffic, surrendered their 
independence and placed the rate-making power in the hands of 
carriers by water, also defendants herein, “which have a pecu- 
niary interest in the diversion of Providence traffic over unnatural, 
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circuitous and uneconomical routes through competing ports, 
more particularly the port of Boston, Mass.” 

By reason of the differential traffic is forced, according to 
the complaint, through Boston, involving an unnecessary back- 
haul of approximately 44 miles, resulting in wasteful and un- 
economical transportation service and Providence is deprived 
of the benefit of its geographical location. 

But, according to the complaint, the conference lines have 
gone beyond the establishment of the unduly prejudicial differ- 
ential in that they have adopted a rule or regulation prohibiting 
the Luckenbach Steamship Line, which serves Providence regu- 
larly, to accept westbound shipments for loading at Providence. 
That rule or regulation is called a flagrant denial of common 
carrier service and a “literal forcing of traffic through Boston, 
to the great injury of Providence and its shippers.” 


ST. LAWRENCE SEAWAY 


The Traffic World Washington Bureau 


Hearings on the St. Lawrence seaway treaty were re- 
opened December 13 by the subcommittee of the Senate foreign 
relations committee to permit Frank P. Walsh, chairman of the 
Power Authority of the State of New York, to present New 
York’s views, with respect to the water power phase of the 
seaway project. He said the power authority desired to coop- 
erate with the federal authorities to expedite the St. Lawrence 
project. He said the power authority was directed by the act 
of the legislature to develop the water power resources of the 
state on the St. Lawrence River “under the inalienable owner- 
ship of the people and for their benefit.” 

Mr. Walsh’s testimony related to the protection of the in- 
terests of the people of New York state in the water power 
development part of the project. He charged that the treaty 
did not safeguard the position of the power authority set up by 
the state of New York to develop the water power resources on 
the St. Lawrence. He urged that action be taken to protect 
the power interests of the state of New York. 

Speaking in the Senate in support of the seaway treaty, 
Senator Schall, of Minnesota, submitted a letter from A, Mc- 
Laughlin, of the McLaughlin Gormley King Co., Minneapolis, 
Minn., urging ratification, and taking the position that the rail- 
roads, opposing the project, were entitled to no sympathy what- 
ever in their present plight “for the reason that since the war 
they have never made any attempt to bring their expense ac- 
count into line with conditions, and this particularly applies to 
wages which they are paying organized union help, which never 
have been since the war in line with conditions.” Mr. Mc- 
Laughlin also said the railroads were paying enormous salaries 
to their general officers ‘“‘who take their orders from the bank- 
ing interests of New York.” Charging that the railroads im- 
posed an “outrageous scale of freight rates,” he said nothing 
could be expected from the Commission “as it is now loaded 
down with railroad attorneys and representatives of capital.” 
After making similar allegations, Mr. McLaughlin said: “This 
is just the view of a private citizen of the United States who 
has watched this thing for almost 50 years, which has been a 
record of spoliation of the people of this country by manufac- 
turing and financial interests, of which the railroads are merely 
a tool.” 

As the result of the testimony of Chairman Walsh, of the 
New York Power Authority, James G. Rogers, Jr., Assistant 
Secretary of State, said the government favored cooperation 
with the state of New York on the question of power develop- 
ment, and thought it would be practicable to work out an ar- 
rangement between the federal government and the state. 


Senator Walsh, of Massachusetts, submitted to the Senate 
a letter from Walter E. Doherty, president of the Foreign 
Commerce Club of Boston, Inc., urging that the seaway treaty 
be not ratified. After enumerating a number of reasons why 
the treaty should not be ratified, which were covered in the 
main in the hearings, Mr. Doherty said: 

“The whole project appears to be sanctioned by eminent 
engineers whose lives are imbued with a self-satisfied feeling 
of greatness of such gigantic feats.” 

Ratification of the St. Lawrence seaway treaty in the in- 
terest of New England producers and consumers is urged in 
briefs submitted to the subcommittee of the Senate foreign 
relations committee, by Henry I. Harriman, Boston, president 
of the United States Chamber of Commerce, and by Charles 
R. Gow, also of Boston, general chairman of the Joint New 
England St. Lawrence Waterway Committee. Mr. Harriman 
explained that his position was his own personal view and 
did not reflect that of the United States Chamber of Commerce, 
which had taken no formal stand. 

Particularly replying to objections from railroad interest, 
Mr. Harriman said that the natural growth of traffic by the 
time of completion of the seaway, several years hence, would 
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sea route. Continuing, in part, he said: 


I realize fully the necessity of sustaining our railway system 
and I recognize the great menace to railway solvency because of 
present competition by truck, by airplane and by boat. The impor- 
tant thing, however, is to see that the competition is fair, that any 
new and improved method of transportation is without government 
aid or assistance and that it is really a cheaper and more efficient 
means of carrying goods than is now furnished. 

Trucks should be placed under the same regulation as railroads. 
Subsidies, as a permanent policy, should not be granted by the gov- 
ernment for the transportation of freight or passengers by water or 
in the air, and, above all, the government should not operate barge 
lines on any of our rivers or lakes in competition with the railroads. 

The problem to my mind is not one of stifling efficiency or of 
killing new and improved methods of transportation, but of seeing to 
it that the country has a coordinated system of transportation that 
gives to each class of carrier the work which it is best capable of 
performing. We should also be sure that competition between all 
classes of carriers is conducted on a fair basis to the end that the 
country may have the strongest and most efficient system of trans- 
portation that can be devised. 


That the seaway would open up new sources of raw mate- 
rial for New England industries, more cheaply transport mid- 
continental food supplies to the centers of dense population 
along the New England Seaboard, and serve as a generally 
beneficial aid to that section, were contentions made in the 
brief submitted by Mr. Gow. 


COCOA BEAN WATER RATES 


The Boston Port Authority in Boston Port Authority, com- 
plainant, vs. Trinidad Line of Steamships, Munson Steamship 
Lines, Ocean Dominion Steamship Corporation and Wilhelmsen 
Line, respondents, has filed a complaint with the Shipping Board 
alleging unlawful prejudice and discrimination against Boston, 
by the steamship lines mentioned in the making of rates on 
cocoa beans from the Leeward and Windward Islands and the 
Guianas to Boston. The complaint, made by W. W. McCoubrey, 
manager of the traffic department of the Port Authority, and 
Johnston B. Campbell, counsel, asserts that the steamship lines 
make a rate from Trinidad to New York, for direct delivery 
of 50 cents a 100 pounds and 60 cents from Trinidad to Boston 
for direct delivery, and 65 cents from Trinidad to Boston with 
transshipment at New York. 

According to the complaint, these rates were made under 
an agreement approved by the Shipping Board on September 
13, 1932. Prior to that time, the complaint alleges, the ships 
of the Ocean Dominion Lines and the Trinidad Line had made 
direct calls at Boston and had maintained the same ocean 
freight rates to Boston as to New York. This differential of 10 
cents, Boston over New York, the complaint contends, subjects 
Boston to unlawful prejudice and discrimination in favor of 
New York in violation of section 16 and 17 of the shipping act, 
1916. The prayer is for an order requiring the removal of 
the discrimination. 

The most important function for which the Port Authority 
was created, said the complaint, was to foster and promote the 
commerce of Boston. The complaint alleged that the market 
decline in import and export general freight traffic moving 
through Boston in recent years, due to diversion to other ports, 
was one of the controlling reasons for creation of the Boston 
Port Authority. 


OCEAN MAIL CONTRACTS 


Representative LaGuardia, of New York, who has carried 
on a fight against the government’s ocean mail contract to the 
Seatrain company for mail service between New Orleans and 
Havana, was successful, December 14, in getting the House to 
accept an amendment to the post office appropriation bill pro- 
viding that no part of the money appropriated should be paid 
on contract No. 56 to Seatrain Co. It was explained that the 
appropriations committee had eliminated the appropriation for 
the Seatrain contract. 

At the same time the House rejected an amendment offered 
by Chairman Davis, of the merchant marine committee, provid- 
ing in effect that no payments should be made under ocean mail 
contracts entered into under the merchant marine act of 1928 
for the carrying of mail between ports of the United States. 
Mr. Davis said lines engaged strictly in the coastwise trade of 
the United States could not benefit by the subsidy provisions 
of the law. The amendment struck at the operation of routes 
between ports of the United States via foreign ports. 


CARGO DAMAGE BY FIRE 


In No. 20, Earle & Stoddart, Inc., et al. vs. Ellerman’s Wil- 
son Line, Ltd., the Supreme Court of the United States has 
affirmed the decree of the Circuit Court of Appeals for the 
second circuit, relieving the shipowner from liability. Earle & 
Stoddart, Inc., and other owners of cargo shipped on the Galileo, 
sued the owner and operator, Ellerman’s Wilson Line, in the 
federal court for the southern district of New York for breach 
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of contract to deliver at destination. Coal in a temporary 
bunker of the vessel caught fire, the vessel sank and practically 
the entire cargo was lost. The steamship line pleaded in bar 
the federal fire statute which provides that no owner of any 
vessel shall be liable to answer for or make good to any per- 
son any loss or damage which may happen to any merchandise 
whatsoever which shall be shipped, taken in, or put on board 
any such vessel, by reason or by means of any fire happening 
to or on board the vessel, unless such fire is caused by the de- 
sign or neglect of such owner. The district court held that 
the immediate cause of the loss was the fire to which no de- 
sign or neglect of the owner contributed, said Justice Brandeis, 
who delivered the opinion of the court. The Court of Appeals 
affirmed that finding. 


WATER CARRIER REGULATION 


The House committee on merchant marine, radio and fish- 
eries will be in hearings January 5 on the Copeland bill (S. 
4491), passed by the Senate at the last session, providing for 
regulation by the Shipping Board of intercoastal steamship 
lines. 

The Senate commerce committee will hold a hearing Jan- 
uary 12 on S. 5035 and S. 5036, the bills introduced by Senator 
Johnson, of California, at the request of the ports of Stockton 
and Sacramento, Calif., and to accord them and similar ports 
service and rates accorded nearest regular ports of call of 
carriers. (See Traffic World, Dec. 10, p. 1142, and Nov. 26, p. 
1030.) 


PETROLEUM TO SOUTH AFRICA 


The Shipping Board, December 14, adopted a report and 
ordered dismissed the complaint in No. 72, The Atlantic Refining 
Co. vs. Ellerman & Bucknall Steamship Co., Ltd., The Union 
Castle Mail Steamship Co., Ltd., Prince Line, Ltd., American 
South African Line, Inc., R. P. Houston & Co., and The Clan 
Line Steamers, Ltd. The proceedings arose out of alleged viola- 
tion by the carriers of the provisions of the shipping act, in 
connection with shipments of case oil to South Africa. No viola- 
tions having been shown, the complaint was ordered dismissed 
and an order entered accordingly, the board announced. Dis- 
missal was recommended in the tentative report of the board’s 
bureau of regulation and traffic. (See Traffic World, October 15, 
p. 705.) 


SALE OF ORIOLE LINES 


The Shipping Board has accepted an offer, subject to the 
award of a mail contract, made by the Southgate-Nelson Corpo- 
ration for the purchase of the Oriole Lines for $5.90 a dead- 
weight ton. At the present time the Southgate-Nelson Corpora- 
tion is operating for the board the American Hampton Roads 
Line, the Oriole Lines and the former Yankee Line, as a con- 
solidated service. 

The price of $5.90 a deadweight ton is ‘as is, where is,” 
subject to the purchaser entering into a written contract to be 
approved by the board in form similar to agreements covering 
the previous sales of trade routes. Five of the ships selected 
are now operating in the service, namely, steamships Artigas, 
Coelleda, Cold Harbor, Clairton and Winona County. The re- 
maining one to three ships will be chosen at a later date. The 
Oriole service runs from north Atlantic ports to ports on the 
west coast of the United Kingdom and Irish ports. The balance 
of the service takes care of east coast United Kingdom ports 
and Hamburg and Bremen, with certain exceptions from the 
north Atlantic ports. 


OFFER OF SHIPS FOR SCRAPPING 


The Shipping Board has authorized the advertisement for 
bids for the purchase of 40 vessels to be dismantled and 
scrapped. Bids are to be received by noon December 28. These 
vessels are in addition to the 124 ships which were recently 
sold for scrapping. 

The contract for the 40 additional ships will provide, among 
other things, that the first vessel shall be delivered and scrap- 
ping commenced on or before January 15, 1933, and that the 
entire group of 40 vessels shall be scrapped within 13 months 
from that date, not less than three vessels or the equivalent 
thereof being scrapped in each and every month. The vessels 
selected have little likelihood of sale to private interests for 
operation, and owing to their «ge, equipment, and excessive cost 
of repairs would not be placed in operation by the board, accord- 
ing to the board. 

INTERSTATE PORT HANDBOOK 

The Chicago Regional Port Commission has issued an In- 
terstate Port Handbook, giving detailed information on trans- 
portation and commercial facilities of the Illinois-Indiana port 
It is a 47-page booklet containing maps and pictures 


area, 
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descriptive of water routes tributary to the port, railroad sery. 
ices and charges, terminals, warehouses, and other like matter, 

“In presenting this initial issue of the Interstate Port 
Handbook for the use of shipping and vessel interests, for the 
guidance of commerce and industry, and for the general infor. 
mation of the public at large, the Chicago Regional Port Com. 
mission hopes to have set a precedent worthy of perpetuation,” 
says a statement by W. R. Daws, president of the Commission, 
“There has been no publication in the past which would meet 
the requirements of those interested in maritime affairs in this 
locality.” The need of such a medium is said to have prompted 
the publication of the booklet. 


CAPE COD CANAL 


The Secretary of War has approved the removal of the 
restriction against large steamers in the use of the canal by 
canceling the following regulation: 


No vessels having dimensions in excess of 425 feet in length or 
- feet “4 width or a draft exceeding 20 feet shall attempt to enter 
the canal. 


Large steamers can, under favorable conditions of tide and 
weather, transit the canal with reasonable safety during times 
of lower current velocities, which last an hour or so around 
the four daily slack periods, according to the War Department. 


DEPARTMENT REORGANIZATION 


A Senate resolution disapproving President Hoover’s de. 
partment reorganization plan has been introduced by Senator 
King, of Utah. He said he approved part of the plan but dis- 
approved some of it, but because he believed it impossible to 
offer appropriate resolutions dealing with the subject as a 
whole, he offered the resolution disapproving the plan as a 
whole. 

A resolution disapproving President Hoover’s plan to trans- 
fer the Merchant Fleet Corporation to the Department of Com- 
merce was adopted Dec. 15 by the House Merchant Marine 
committee. 


AIR AND OCEAN SUBSIDIES 


The House committee on appropriations reported to the 
House, December 10, the annual treasury and post office appro- 
priation bill, carrying $35,500,000 for transportation of foreign 
mails, a decrease of $3,195,000 compared with the appropriation 
for the current fiscal year, and $19,000,000 for airplane contract 
mail service, a reduction of $460,000 compared with the current 
appropriation. The budget estimate for foreign mails was $37,- 
450,000, and for air mail, $20,000,000. In its report the com- 
mittee said: 


The appropriation for transportation of fov.eign mail is recom- 
mended at $35,500,000, which is the amount of the estimated expendi- 
tures for the current fiscal year. The current appropriation is 
$38,695,600, of which it is estimated that approximately $3,200,00 will 
remain unexpended. The Budget estimates suggested a total of 
$37,450,000, a decrease of $1,245,600 under the 1933 appropriations 
and approximately $2,000,000 more than the 1933 estimated expendi- 
tures. Aside from $7,000,000 devoted to foreign air mail transporta- 
tion and carriage of ocean mail on poundage basis, practically the 
entire amount remaining is for ocean mail service under the subsidy 
provisions of the merchant marine act of 1928. These contracts are 
for a fixed period of years with compensation at rates per mile depend- 
ing upon the class of vessels employed in the service. There are. 
however, certain flexible items in the contract compensation. In 
making the allowance of $35,500,000 the committee feels that the 
expenditures for subsidy purposes should be held to the lowest possi- 
ble figure consistent with existing mandatory contract requirements. 


Seatrain Money 


In making the deduction in the Budget estimates the committee 
has also eliminated the amount of $120,400 for contract service with 
the Seatrain Co. about which there was considerable discussion at the 
last session. No compensation has been paid under this contract to 
date, the company foregoing pay voluntarily under the contract for 
mail service between New Orleans and Havana after entering the 
coastal business by operating car ferries between New York and 
Habana. So long as no payments are being made and the situation 
has been complicated by the coastal operations, the committee felt that 
deductions from the appropriation should be made. 

The amount for transportation of domestic air mail is $19,000,000, 
which is $1,000,000 less than the Budget estimates and $460,000 less 
than current appropriations. The committee was advised that this 
month there would be revisions of the rates for carrying air mail that 
would save annually approximately $600,000. In the case of this class 
of transportation as in ocean mail the committee is of the opinion 
that subsidy service should be conducted at the lowest possible cost, 
and, in consonance with the reductions which are being made in 
other directions there should be curtailment in this as in other ap- 
propriations. 

The ocean mail service and the air mail service for the fiscal year 
1932 show excess nonpostal costs properly are assignable as_ sub- 
vention. For the air mail the excess of the cost of the service over 
the revenues derived from air mail was $20,586,107.31; for the ocean 
mail service the differential favoring vessels of American registry 
eee to $21,666,102.89, a total for the two services of $42,252,- 
10.20. 


Postmaster General Brown was asked about the ocean mail 
contracts in the hearing before the committee: He said he had 
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no right to cancel the contracts but that the number of sailings 
ynder contracts had been reduced in a number of contracts and 
that payments were made only for sailings made. If the sail- 
ings were decreased to the extreme, he said, the ships built 
under the contracts would come back to the government, which 
holds mortgages up to 75 per cent of the cost, and the govern- 
ment would be in the shipping business again. 

Asked about the “Seatrain contravery,” the Postmaster Gen- 
eral said the subsidy for the part of the route between New 
Orleans and Havana had been held up because of the entry of 
the line into the New York-New Orleans trade via Havana. 

Chairman Byrns inquired as to the effect of the Seatrain 
competition on the railroads. 

Mr. Brown replied that the merchant marine act of 1928 con- 
templated commerce between the United States and foreign 
countries “and there is no authority for giving any subsidy to a 
coastwise line.” 

Previously he had referred to the request of the Seatrain 
Line for modification of its contract to permit the New York- 
Havana-New Orleans run, and remarked, “We have not been able 
to see the propriety of that.” He said the transportation of 
freight cars between New York and New Orleans by Seatrain 
would have a corresponding depressing effect on the railroads, 
in replying in the affirmative to a question asked by the chair- 
man. 


PROPOSES REPEAL OF SUBSIDIES 


Repeal of the provisions of law under which subsidies are 
accorded ocean and air transportation through mail contracts 
has been proposed by Senator McKellar, of Tennessee, in S. 
5119 (ocean) and S. 5120 (air). 


AIR MAIL INVESTIGATION 


The House committee on post office and post roads has 
decided to appoint a subcommittee to investigate the air mail 
policy of the government. This action was taken following 
submission of a report by Professor Crane, of Harvard Univer- 
sity, who was employed by the committee as an expert. Recom- 
mendations made by Professor Crane follow: That the air mail 
appropriation for the coming fiscal year be reduced by $1,000,- 
000; that certain of the extensions of service authorized by the 
Post Office Department before and since the passage of the 
Watres-McNary act be canceled; that greater limitations be 
placed upon the Postmaster General’s power to grant extensions 
and to make rates; that a field audit of the accounts of the 
air mail carriers be authorized and the rates for air mail be 
determined in accordance with the costs revealed by the audit; 
that the cost-balancing principle of rate-making be required and 
that the administrative machinery in the post office be en- 
larged to enable this policy to be carried out; that, if the 
formula system of rate-payment be continued, the Watres- 
McNary act be amended, reducing the maximum of pay a mile 
from $1.25 to 75 cents; that Pan American Airways be included 
under the uniform system of accounts for air mail carriers. 


CHARGES AGAINST ASHBURN 


Secretary of War Hurley has declined to act on charges 
made against Major General T. Q. Ashburn, president of the 
Inland Waterways Corporation, the government barge line 
agency, by F. J. Lisman, New York investment banker, who has 
had considerable to say on the transportation problem. 

Mr. Lisman, in a letter to Secretary Hurley, asked the 
secretary to investigate the Inland Waterways Corporation. He 
charged that General Ashburn had ‘misstated the condition of 
the corporation, that employes of the corporation had abused 
the government franking (mail) privilege, and that Ashburn 
had been guilty of unbecoming conduct in a recent interview 
at New Orleans. Mr. Lisman urged that action be taken, even 
to the extent of holding a court-martial for General Ashburn. 

It was stated at the War Department, December 12, that 
Secretary Hurley had replied to Mr. Lisman, stating that no 
action would be taken on the letter. It was also stated that 
the correspondence would not be made public at the depart- 
ment. Secretary Hurley’s letter to Mr. Lisman was, however, 
obtained from other sources. It follows: 


Receipt is acknowledged of your letter of November 30, 1932, 
wherein you set forth certain charges respecting the alleged miscon- 
duct of the chairman of the Inland Waterways Corporation and re- 
quest an investigation with a view to court-martial proceedings, if 
that official be held sumject to such jurisdiction. As an alternative, 
you suggest that he be removed from office for what, in your opinion 
as expressed in the closing paragraphs of your letter, may be termed 
seneral inefficiency. 

You are advised that the jurisdiction of general courts-martial 
extends to all persons subject to military law for any crime or offense 
mae punishable by the Articles of War and that the chairman of the 
nland Waterways Corporation, as a commissioned officer on the active 
list of the army, offers no exception to that rule. 

You will appreciate that allegations of misconduct on the part of 
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a public official, where punitive action is contemplated, must be 
specific and affirmative proof at hand to support them. It appears that 
you have duly presented to the Shannon committee the matters set 
forth in 1 and 2 of your "grounds,” and while the expression of your 
opinion and asserted facts will, no doubt, receive proper considera- 
tion by that body, they are yet insufficient to sustain allegations of 
wrong doing or neglect of duy. Of course, if you are now prepared 
to furnish proof bearing directly on this latter phase of the question, 
which appears to be lacking both in your letter of November 30 and 
your “analysis” filed with the committee, the matter will be given 
very careful consideration. 

In 3 of your “grounds” it is alleged that “‘employes of his or- 
ganization abused the franking privilege.” This statement is sub- 
ject to the same criticism as applies to 1 and 2 set out above; and, 
since you have already presented the matter to both the Shannon 
committee and the Attorney General, no further action by me at this 
time is warranted. 

The final ground, 4, which you advance as perhaps warranting 
court-martial proceedings, is that ‘the has been guilty of conduct un- 
becoming a gentleman and an officer’ by giving out certain untruthful 
interviews to the press at New Orleans, etc. After an examination 
of the statements contained in your “‘analysis’’ presented to the Shan- 
non committee and the purported interview of the chairman of the 
Inland Waterways Corporation as published in the New Orleans 
“States,’’ it is clear that this is largely a personal issue between you 
and that official as to which resort may be had to the civil courts, 
rather than one for submission to a court-martial. 

Your suggestion that the chairman of the Commission be removed 
for the reasons set forth in detail in your letter, has been noted; and 
in so far as it voices your personal opinion, I am unable to agree. 


To this Mr. Lisman replied as follows: 


Thank you for your letter of December 8th in answer to mine of 
November 30th, referring to my charges concerning the alleged mis- 
conduct of the chairman of the Inland Waterways Corporation. 

I note with interest your point of view. 

I am also in receipt of a letter from a Mr. W. S. Covington, man- 
ager of the Fairbanks, Morse & Company people in Seattle, as per 
copy enclosed, stating that he has advised the War Department of what 
he claims is improper conduct on part of Gen. Ashburn. 

Mr. Covington’s statements seem so very definite that they would 
appear to be worthy of further investigation, which I trust the present 
administration will find proper to carry on, because sooner or later 
these matters are bound to be taken up, anyhow. 


Mr. Covington’s letter contains charges against General 


Ashburn in the awarding of a certain contract. 


IMPROVEMENT OF WATERWAYS 


Opposition to President Hoover’s reorganization plan call- 
ing for transfer of the river and harbor work from the War 
Department to the Department of the Interior has developed in 
Congress with the outlook that that part of the plan may be 
blocked. 

Speaker Garner, of the House, has called attention to the 
fact that Congress up to this time has not looked with favor 
on taking the river and harbor work away from the War De- 
partment. 

The President’s reorganization plan, or any part of it, may 
be made inoperative by the action of the Congress within the 
sixty-day period before the President’s orders become operative, 
it is held. 

Representative Mansfield, chairman of the House commit- 
tee on rivers and harbors, offered a resolution disapproving 
transfer of the river and harbor work from the War Depart- 
ment to the Department of the Interior. 


RIVER-RAIL RATES 


Representative French, of Idaho, in H. R. 13488, has pro- 
posed that Congress provide for the establishment of joint 
through rates and rates between rail and water carriers on the 
Columbia and Snake Rivers and their tributaries. The Dill 
provides for ascertainment by the Chief of Engineers of the 
army as to adequate channels and a survey by the Secretary 
of War for the purpose of ascertaining the amount of traffic, 
the terminal facilities, and the through routes and joint-tariff 
arrangements with connecting carriers that are or will within 
two years after the rivers have been prepared for navigation 
probably be available on such tributary or connecting water- 
way. The bill includes the mandatory provisions of the Deni- 
son barge line expansion act requiring railroads to establish 
joint rates with river lines. 


WEBBER REPLIES TO DORETY 


The following telegram, under date of December 2, was 
sent from Minneapolis by C. C. Webber, president of the Upper 
Mississippi Waterway Association, to J. B. Edgar, chairman of 
the Memphis Port Commission, and, by request of A. C. Wiprud, 
general counsel of the Upper Mississippi Waterway Association, 
it is being printed, though The Traffic World had nothing of 
the speech by Mr. Dorety to which it refers: 


In an address before Memphis Traffic Club yesterday Fred G. 
Dorety, vice-president, Great Northern Railroad, is reported to have 
advised your people to continue support of lower Mississippi and 
other waterway projects but to withdraw their loyal support of 
upper Mississippi waterway development. Such position, if correctly 
reported, borders on a betrayal of people of territory served by 
Great Northern Railroad as well as people of entire Mississippi 
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Valley. Mr. Dorety’s manipulation of figures and time worn argu- 
ments are clearly understood here and have been completely refuted. 
He knows that upper Mississippi waterway is unimproved and present 
barge operation affords no criterion of what will be accomplished on 
completed nine foot channel. Barge operation on lower Mississippi, 
Ohio, and Monongahela rivers gives daily evidence of tonnages and 
public saving that will be afforded on completed upper Mississippi 
channel. Mr. Dorety’s argument might have been urged with equal 
force against the completion of lower Mississippi, Ohio and Mononga- 
hela rivers, the only channels so far completed and standardized. 
We are not opposed to our railroads but it must be clear to all 
thinking men that before they can prosper the people they serve 
must prosper. That is basic. In order that true facts regarding 
upper Mississippi project may be presented to your people we will 
be glad to send at some convenient date a representative of shippers 
in upper valley to present the case in its true light. Please advise 
you are authorized to make this telegram public. 


BARGE LINE EXTENSION 


Senator McNary, of Oregon, has introduced S. 5093, author- 
izing the Secretary of War to extend the services and opera- 
tions of the Inland Waterways Corporation to the Columbia 
River and its tributaries. 


GRAIN BY BARGE 


The first shipments of grain from the Illinois River Valley 
by an all-water route to seaboard are reported from Mason 
County, Ill. In five weeks about 175,000 bushels of corn have 
been loaded at Havana in six craft of the Federal Barge Line. 
The designated destination was New Orleans, but it was said 
that some of the cargo was to be transshipped by water to 
Pacific coast points and some to foreign ports. 

Heretofore this traffic has moved by small vessels to Pekin, 
Ill., whence it was transported by rail. This consignment of 
175,000 is held to be the largest ever originated in the Illinois 
River Valley, and, as Havana and nearby points are in the heart 
of one of the largest corn-producing sections, farmers and grain 
dealers look on this shipment as the beginning of a large, 
regular movement of grain to Gulf ports. 

Owing to low water at the mouth of the Illinois River, the 
barges were loaded to about half of capacity. Under normal 
conditions each barge, it is estimated, could carry 2,000 tons. 


CALUMET HARBOR IMPROVEMENT 


A recommendation for improvement of Calumet Harbor on 
the southwest shore of Lake Michigan, about 11% miles south 
of Chicago Harbor, has been transmitted to Congress by Secre- 
tary of War Hurley. 

Major General Lytle Brown, chief of engineers, reported 
that further improvement of Calumet Harbor and River was 
advisable under a project to provide for enlarged navigation 
facilities at an estimated cost of $4,545,000, with maintenance 
estimated at $125,000 a year, which is $55,000 in excess of the 
estimated amount now required. 


BARGE LINE ASKS NEW ROUTES 


The Mississippi Valley Barge Line Co., in Ex Parte No. 99, 
its original application, has asked the Commission to establish 
joint barge-rail and rail-barge rates and routes for it in con- 
nection with the Chesapeake & Ohio and other railroads, from 
ports on the Ohio and Mississippi Rivers to points in Ken- 
tucky, Tennessee, Mississippi, Alabama, and Louisiana east of 
the Mississippi River. It asks for rates and routes on classes 
and commodities, including import, export and coastwise, domes- 
tic or proportional, between New Orleans and Baton Rouge, La., 
and points in Mississippi, Tennessee and Kentucky via Memphis, 
Tenn.; between New Orleans, Baton Rouge, Vicksburg, Miss., 
Memphis and points in Tennessee and Kentucky via Ohio River 
ports, Cairo, Ill., and Cincinnati, O., inclusive, and between St. 
Louis, Mo., East St. Louis, [ll., Cincinnati, O., and ports on 
the Ohio, to and including Cairo, via Memphis, Vicksburg, Baton 
Rouge and New Orleans and points in Tennessee, Mississippi, 
Alabama and Louisiana, east of the Mississippi. 

The application, signed by Phil G. Safford, assistant to the 
president of the barge company, asks that the rates and routes 
indicated be established upon the terms and conditions which 
were approved in Ex Parte No. 99, 178 I. C. C. 224, which 
terms and conditions are repeated in the application, the basis 
therein set forth being the one establishing rates on the so- 
called 20 per cent formula. 


BARGE-RAIL RATES 


The Inland Waterways Corporation, in Ex Parte No. 96, 
through routes and joint rates between Inland Waterways Cor- 
poration, and other common carriers, has asked the Commis- 
sion.to clarify its order of April 8, 1929, 153 I. C. C. 129, as to 
the significance of the word “contemporaneously” used in con- 
nection with its direction to establish differential rates by de- 
ducting so-called 20 per cent differentials “from the lowest all- 
rail rate contemporaneously applicable on corresponding traffic 
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over any route between the same points of origin and destj. 
nation.” 

The government line asks for the modification because Some 
rail carriers, according to its petition, have taken the POSitiog 
that the word “contemporaneously” does not have the effect 
of projecting that order into the future, and that the effect of 
the order is to prescribe differential rates based entirely on 
the all-rail rates in effect on the date of the order. 

“If the order does not have greater meaning than contendeg 
for by such rail carriers,” says the barge line petition, “ther. 
is no compulsion on the carriers to revise barge-rail rates whey 
all-rail rates are revised, either upward or downward.” If the 
order be given such a narrow construction and if the applicant 
seeks to keep its rates in line with the all-rail rates as they 
may be charged from time to time it will require the filing of 
a new application every time an all-rail rate is changed. Clearly, 
however, the Commission did not contend that its order he 
given such a narrow construction.” 

The barge line, therefore, prays that the Commission amen 
its order by substituting for the word “contemporaneously” such 
other words or phrases as will remove all possibility of dispute 
as to the meaning and intent. 

The Mississippi Valley Barge Line Co. also has petitioned 
the Commission for clarification of its orders in Ex Parte 99 
so that there can be no possible doubt, or question raised, as 
to the meaning and intent of the word “contemporaneously” 
as it appears in the orders. 


GOVERNMENT ‘IN TRANSPORTATION 
The Traffic World Washington Burcau 


Witnesses appearing in behalf of the Association of Rail. 
way Executives December 9 and 10 before the Shannon investi- 
gating committee of the House, which has under scrutiny gov- 
ernment competition with private business, asserted that the 
railroads had not reduced their rates for the purpose of destroy. 
ing water competition and driving the barges off the Missis- 
sippi River but that the reductions had been made and proposed 
to afford the rail routes equality of opportunity with the water 
routes. In effect, they also took the position that the reduc. 
tions were made, not to drive the barges out of business, but 
to keep, if possible, the railroads in business. This evidence 
was put before the committee in view of the fact that the charge 
had been made previously that the rail rate reductions were 
made and being made to ruin water transportation. 

The representatives of the carriers who dealt specifically 
with rail rate reductions were Elmer Smith, commerce counsel 
of the Illinois Central, who explained the situation involving 
rates on petroleum and sugar, and J. A. Brown, assistant vice- 
president in charge of traffic, of the Missouri Pacific, who dis 
cussed the cotton rate situation. 

Mr. Smith discussed proposed reductions in the rates on 
petroleum and sugar from the New Orleans district, pointing 
out that they were now before the Commission, and emphasiz- 
ing that it was not the purpose of the carriers’ representatives 
to try before the committee the issue before the Commission 
“but merely to explain to the committee the facts which im- 
pelled the carriers to propose these reductions and to answer 
the contentions sought to be made by parties who have hereto- 
fore appeared and discussed these reductions.” 

Mr. Smith told how large refiners of petroleum whose plants 
are situated on the Mississippi River between New Orleans and 
Baton Rouge, La., shipped petroleum in their own barges and 
boats and said that the effect of this had been to deprive the 
rail routes of substantially all the petroleum traffic that moved 
to such ports as Memphis, Paducah, Owensboro and Louisville 
and interior points reached by short rail hauls from the ports. 
He said the common-carrier barge lines handled but a very 
small volume of petroleum. What the Illinois Central system 
was seeking to do, he said, was to establish such rates as 
would give its all-rail routes an equality of opportunity with 
the water routes that were maintained by the petroleum re 
finers themselves. His point in this connection was that the 
petroleum refiners’ routes had an advantage over the I. ©. 
routes because of the free waterway furnished by the govert- 
ment “at the expense of the taxpayers for the benefit of these 
refiners and others who are using the waterway.” He then 
took up the sugar movement, asserting that a large part of this 
traffic by water had moved over the government barge line. 
Sugar refineries were beginning to engage in the transportation 
business themselves, he said. He said the rail carriers were 
now getting less than one-tenth of the sugar tonnage for thelr 
all-rail routes. Continuing, he said, in part: 


The rail carriers can not protest to the Commission against port: 
to-port rates established by these barge companies for the CommIs- 
sion has no jurisdiction over those rates. The rail carriers must con- 
tinue to maintain their roadway, they must continue to pay out over 
6 per cent of their total revenues in taxes for the support of local, 
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state, and national governments, while these barge lines on the other 
hand have a waterway provided free of any cost to them at the 
expense of the taxpayers of the United States, including the rail- 
roads. Take, for example, two of the larger private barge lines op~- 
erating on the Mississippi river. The American Barge Line, had it 
peen required to pay as taxes out of its operating revenues in 1931, 
§ per cent, would have paid about $60,000. It actually paid $204. The 
Mississippi Valley Barge Line would have been required to pay about 
$61,000. It actually paid $5,497. The Federal Barge Line would have 
peen required to pay about $440,000. It actually paid $13. * * * 

What is the demand of these barge companies who appeared at 
these hearings? They insist that the act shall be so amended as to 
give these barge lines a monopoly in the transportation of certain se- 
jected commodities, commodities which in their judgment they find 
ijt most profitable to carry. They ask that the all-rail rates be fixed 
at a level that will be high enough to drive all the traffic from the 
rails to these subsidized water routes. They ask that the rail rates 
be regulated so as to protect them and not the railroads, the very 
subject of regulation. They want the rail rates regulated so as to 
destroy their subject of regulation, the railroads themselves. They 
would convert the interstate commerce act into an instrument to be 
used solely for the purpose of bringing ruin upon the rail carriers 
which are regulated by the act and which the Supreme Court of the 
United States has said the act was intended to foster and preserve in 
order to insure to the public an adequate transportation system by 
rail. 

These barge lines are in no sense common carriers in the sense 
that the rail carriers are. They do not undertake to handle each and 
every kind of commodity on every day in the year to and from every 
point. By reason of the privileges and the subsidies that they now 
enjoy they are able to pick the cream of the traffic, insisting that 
they shall be given a monopoly in this traffic and that the railroads 
shall handle no substantial share of that traffic whatever. * * * 

There is another aspect of this situation that concerns the public 
at large. If these barge lines are permitted to pick and choose their 
traffic, to take away what may be said to be the cream of the traffic 
from the railroads, the result must be that the cost of transportation 
will be greater for those who are compelled for some reason or other 
to use the railroads. The railroads are equipped to handle a far 
greater volume. of traffic than they are now handling. The greater the 
volume of traffic the less the cost per unit of handling that traffic. 
If it is now to be the policy of government that these subsidized, un- 
regulated and tax-free companies shall be permitted to pillage the 
railroad traffic and pick off the cream of that traffic, what is to be 
said, for example, to the shipper of vegetables in Texas, to the ship- 
per of vegetables in Mississippi, to the shipper of strawberries in 
Louisiana, to the shipper of fruits in Florida, or to the shipper of 
fruits in California? Must they now be told that the commodities they 
ship are to bear the expense of railroad transportation without sub- 
sidy from the government, while those who ship sugar, oil and cotton 
are to be subsidized and to have a substantial part of their trans- 
portation expense paid by the public? It seems to the railroads, to 
use the language of Mr. Justice Brandeis, that it is ‘‘morally wrong 
and economically unsound’’ for any taxpayer to be required to con- 
tribute one cent towards the maintenance of a waterway that is used 
by persons operating on that waterway for profit. It seems to them 
that it is economic quackery on the part of the government either to 
operate a transportation service itself, an operation financed by the 
taxpayers and conducted at their expense, or to provide at the ex- 
pense of the taxpayers a waterway which is used by those who are 
operating over that waterway for profit. Anyone who uses a govern- 
ment facility for profit ought to be required to pay a charge that 
represents the cost to the taxpayer of providing that facility. 


Cotton Situation 


Mr. Brown, of the Missouri Pacific, said it was his purpose 
to show the committee exactly what the cotton situation was 
in the lower Mississippi Valley and that the new carload rate 
basis established at the beginning of this cotton season was 
essential for the orderly marketing of the cotton and necessary 
if the railroads and the interior cotton merchants were to con- 
tinue in the cotton business. He went into detail to make clear 
to the members of the committee how cotton was handled, how 
charges on cotton shipments were made up and other pertinent 
facts. He told of the Federal Barge Line’s dollar a bale rate 
and the suspension of that rate, October 16, 1931, by the Sec- 
retary of War after the railroads had protested. He pointed 
out, however, that as to certain shippers that had been promised 
the dollar rate by the barge line, the rate was effective until 
February 15, 1932. He told of the effect of the barge line’s ac- 
tion on the cotton business, saying that the smaller shippers 
were thrown into utter confusion. 

Receipts of cotton by river at New Orleans jumped from 
333,873 bales in the year ended July 31, 1929, to 1,330,256 bales 
in the season ended July 31, 1932, he said. Continuing, he said: 


Quite naturally the establishment of the $1 per bale rate from 
Memphis to New Orleans which was followed by contract rates, one 
of which was made by the American Barge Line with one large ship- 
per for 77% cents per bale and quotations by various river craft seek- 
ing return loads at any figure, such quotations in some instances be- 
ing as low as 45 or 55 cents, attracted a very heavy truck movement 
of cotton from interior Arkansas, Tennessee, Mississippi and Louis- 
lana to these river landings. 

The movement of cotton into Memphis by truck had grown from 
Practically nothing for the year ending July 31, 1930, to 103,459 bales 
ae the year ending July 31, 1931. During the year ending July 
31, 1932, this truck movement into Memphis amounted to 581,255 bales. 
a movement of this cotton by truck to Memphis meant in prac- 
ely all instances, its movement in uncompressed form, the cotton 
eing carried by the trucks past the compresses in the interior, in 
Which were invested large sums of money, running into millions of 
Gollars and which compresses and compress centers contributed largely 
0 the prosperity and economic life of these communities. 

t It meant that cotton which normally had always moved by rail 
+ many interior concentration centers was lost to the railroad, being 
eed by truck to Memphis and other cities located on the rivers. 

meant that cotton which normally had always moved by rail from 
b © concentration centers was lost to the railroad, being handled by 
arge from Memphis and other river landings to New Orleans 
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_ _ It meant in fact the utter demoralization of the cotton marketing 
industry, and witnessed the interior shipper, the interior compress, 
the interior community, and even many- important interests at the 
large river cities, Memphis and New Orleans, beseeching the rail- 
roads to find a way to end the traffic fiasco. 

As a consequence of the inauguration, first, of this $1 per bale 
rate and later the inauguration by other water craft of all sorts of 
practices and rates, the railroads, looking on and wondering what 
to do, witnessed a rate war on the river which but added to the con- 
fusion existing and served to utterly demoralize conditions throughout 
the entire territory. The rate war on the Mississippi River not only 
took the business away from the railroads, but took a lot of it away 
from the Federal Barge Line, who made the original rate cut. 

Subsequent developments brought to light the fact that many of 
these were secret rates, offering preferences and privileges to the 
large shippers, giving them an opportunity to squeeze the small cot- 
ton dealer, who was unable because of the lesser volume of his busi- 
ness, to obtain the benefit of these low charges. The very practice 
which the interstate commerce act was designed to prevent and did 
prevent the railroads from indulging in, in the matter of secret rates 
and rebates and every form of obnoxious rate practice, have been 
illustrated in the rates that have been made by the barge lines on 
the Mississippi River, including the Federal Barge Line. 

While it is not conceivable that the Federal Barge Line. could 
have realized the effect upon industry generally, and the effect upon 
the railroads of the inauguration of this now famous $1 per bale rate, 
nevertheless the spectacle is presented of one arm of the government 
ruthlessly, maliciously and with apparent disdain for economic facts, 
upsetting carefully thought out arrangements, designed to give thou- 
sands of dealers in cotton equal opportunity to compete with another 
on fairly related and reasonable rates for the handling of the cotton 
crop. 

Mr. Brown had informed the committee that though the 
railroads had protested to the government barge line before the 
$1 rate was made effective on the ground that it would demor- 
alize conditions throughout the territory, the president of the 
Inland Waterways Corporation (Major General Ashburn) an- 
nounced he would make the rate effective. 

“Not content with handling a reasonable proportion of the 
cotton traffic,” said he, “the Federal Barge Line apparently set 
out to deprive the rail carriers of all of their cotton traffic, 
their effort in this respect being followed by a debacle in the 
form of a rate war of such frenzy and selfishness as is revolt- 
ing in the extreme. _ 

“Aside entirely from the economic necessity of providing a 
normal, sane basis of rates for the benefit of the shippers in 
the territory, the rail carriers were not and are not in position 
to see their traffic taken away from them. In this instance, they 
were not in the position of seeking additional traffic, but were 
in the position of seeking to regain or retain a reasonable propor- 
tion of the traffic which they had theretofore always enjoyed. 

“The action of the rail carriers in establishing the rates 
which were made effective on August 29, 1932, has been unjustly 
attacked on the ground that it is an attempt on the part of the 
railroads to drive the barges out of business. On the contrary, 
the true status of the matter is that the barges attempted, and 
in fact did practically succeed in the course of iess than one 
season’s time in putting the railroads out of the cotton business. 
As an illustration the revenue of the Missouri Pacific decreased 
from approximately $2,500,000 per year to $965,371 for the 
calendar year 1931. It is difficult to reach any other conclusion 
than that the barge lines on the river, though handling a fair 
share of the traffic, were not content to handle a fair share of 
the business but deliberately set out to capture all of it.” 

To meet the situation, said Mr. Brown, the railroads had to 
abandon the any-quantity basis of freight rates in the territory, 
and after many public conferences with shippers, established a 
rate from the territory in southeast Missouri and Arkansas 
along he Mississippi River and within a radius of 100 or 150 
miles thereof of 25 cents a hundred pounds, on a basis requiring 
a minimum of 65,000 pounds or approximately 130 bales to be 
loaded in the car by the shipper and unloaded at destination by 
the receiver. To protect the small shipper, he said, a rule was 
provided under which five shippers could consolidate their 
shipments into one car to aggregate the 130 bales. 

The 25-cent all-rail rate was made in the face of the fact of a 
known contract made by the American Barge Line with one 
shipper for a rate of 15 cents a hundred pounds, said he, while 
the published all-water rate of the Federal Barge Line from 
Memphis to New Orleans was less than 25 cents and other water 
carriers handled cotton for even less than that figure. He told 
of the hearing on the rail proposal before the Commission and 
of the action of the Commission in permitting the 25-cent rate 
to become effective August 29, 1932. 

“It is evident,” continued he, “from what has happened 
thus far during this 1932-1933 cotton season that this 25-cent 
rate was not designed to take all of the cotton away from the 
river. For instance, during the four months, August 1 to Novem- 
ber 30, this year, the Federal Barge Line has handled to New 
Orleans a total of 201,706 bales and other Mississippi River 
lines have handled an additional 54,409 bales and from Ouachita 
and Red River landings there has moved 46,011 bales, or a total 
by river so far this season 302,126 bales out of a total, all 
sources, including rail, river and trucks, into New Orleans of 
859,661 bales. Deducting the movement into New Orleans by 
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truck of 20,755 bales, the rail lines have handled during this 
fourth months of this season 536,780 bales as compared with the 
movement by river of 302,126 bales. This as compared with 
the total year ending July 31, 1932, when the movement by 
river to New Orleans was 1,330,256 and by rail to New Orleans 
758,984 and by truck 76,796, the total movement for that year 
into New Orleans being 2,166,036 bales. Contrast this again 
with the movement during the normal fiscal year ending July 31, 
1929, when the movement by rail was 1,866,039 bales; by river, 
336,873 bales; by truck, nothing, the total movement for that 
year being 2,202,912 bales. 

“As I understand, the attitude of the waterways advocates 
is that the law should be amended to prevent the railroads from 
competing for the cotton traffic. They want our rates kept 
at a point high enough so that the water carriers can quote a 
rate which will do two things: (1) Give them a profit and (2) 
take all the business. We are not asking that our rates be 
made low enough to take all the business. We are asking that 
our rates be made low enough so that we can have equality 
of opportunity of competition with this water carrier service, 
which pays no taxes, and which operates on a river constructed 
and maintained at taxpayers’ expense, while we pay taxes and 
maintain our right of way.” 


The Fourth Section 


J. R. Bell, general attorney and commerce counsel of the 
Southern Pacific, dealt with the contention that waterways, 
built at public expense, were needed in the middle west to 
offset the disadvantages resulting from the construction of the 
Panama Canal. He urged that the fourth section of the inter- 
state commerce act be changed or repealed so that the unused 
facilities of the railroads might be used to give the middle west 
an opportunity to compete on the Pacific coast without the ex- 
penditure of billions of dollars of public funds for waterways. 

Mr. Bell read a telegram from F. H. Plaisted, freight traffic 
manager of the Southern Pacific, who had planned to ie a 
statement, in which Mr. Plaisted said: 


Railroads have been asking for over fifteen years necessary author- 
ity for rates to Pacific ports without necessity disturbing normal ad- 
justment to and between intermediate points, meeting water compe- 
tition where it exists and not elsewhere. If such authority granted, 
railroads have ample capacity afford middle west shippers access 
Pacific coast markets and without any burden on taxpayers while at 
the same time revenue derived from additional traffic would to that 
extent relieve shippers of perishable and other products compelled to 
use railroads from part of burden they now carry in supporting 
transportation system. Relief so afforded would furnish a much su- 
perior route than any possible system of waterways and would serve 
vast stretch of interior territory that no waterway could touch, in- 
cluding points not only off the rivers in the great central portion of 
country but also the prairie states and beyond. As example, iron and 
steel from Colorado formerly marketed extensively Pacific coast now 
practically eliminated from that market. 


Mr. Bell said that if the middle west had realized what was 
going to be the outcome of construction of the Panama Canal, 
commercially, the canal would not have been built. The canal, 
he said, was built primarily for military and naval reasons. He 
referred to the fourth section amendment bill, H. R. 12201, in- 
troduced at the last session of Congress by Chairman Rayburn, 
of the House committee on interstate and foreign commerce, as 
meeting the situation. He said he thought that the fourth sec- 
tion had served its purpose and that it might as well be re- 
pealed—that section 3 of the act afforded protection to shippers. 


Reference by Mr. Bell to subsidies to competing agencies 
of transportation and his declaration that he was against them 
brought an inquiry from Representative Cox, of Georgia, as to 
whether the railroads were not enjoying a subsidy now. It 
developed that what Mr. Cox had in mind was the making of 
rail rates on excessive valuations, Mr. Bell having replied to 
the inquiry that he knew of no subsidy accorded the railroads 
now. Mr. Bell said rates had never been made on a Valuation 
found by the Commission and that, as a practical matter, val- 
uation did not enter into the making of rates. He characterized 
the use of valuation as a monumental mass of misdirected 
energy. 

As foolish a law as the fourth section, said Mr. Bell, ought 
to be amended or repealed. 


In closing the rebuttal testimony of the railroads, Bruce 
Dwinell, general attorney of the Rock Island, replied to testi- 
mony at the previous hearings. In the course of his testimony 
he referred to waterway traffic surveys made by Department of 
Commerce officials as about 95 per cent wrong. He referred 
particularly to a letter written by Norman F. Titus when the 
latter was head of the transportation division of the Depart- 
ment of Commerce, giving the results of a traffic survey of the 
Mississippi-Warrior Rivers as showing that there was available 
for Mississippi barge transportation, 6,995,424 tons. The let- 
ter was dated January 17, 1928. In this letter it was stated that 
representatives of the department had based their estimate on 
personal inquiries and Mr. Dwinell commented on the vastness 
of such an undertaking at government expense. Subsequent 
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river tonnage figures had fallen far short of the estimates, he 
contended. 

In the course of the hearing, Representative Rich, of Pepp. 
sylvania, declared the time had come to stop “these subsidies,” 

Mr. Rich asked what would be the effect of the St. Lawrence 
seaway on the railroads. 

“That would be the last straw,” replied Mr. Smith, of the 
Illinois Central. 

Representative Stafford, of Wisconsin, suggested that the 
St. Lawrence subject be dropped as otherwise he would have 
to controvert some of the things said against it. 

J. A. Farquharson, national legislative representative of 
the Brotherhood of Railroad Trainmen, and Arthur J. Lovell, 
acting in a similar capacity for the Brotherhood of Locomotive 
Firemen and Enginemen, were at the hearing. Mr. Farquhar. 
Firemen and Enginemen, were at the hearing. 

Mr. Farquharson, for the twenty-one standard railroad 
unions, submitted statistics showing the condition of the rail. 
roads today from the point of view of volume of traffic, idle 
equipment, and employment, and urged that the government 
cease spending money on waterways and highways. Unlegs 
transport agencies competing with the railroads were regu. 
lated, said he, the day of government ownership of railroads, 
with a permanent tax to meet a permanent deficit, was in 
prospect. He also dwelt on federal expenditures for improve. 
ment of inland waterways for navigation. 

Colonel Julian Schley, governor of the Panama Canal, ap- 
pearing before the committee December 15, discussed opera- 
tions of the Panama Railroad and the Panama Railroad Steam- 
ship Line in the light of charges made previously as to the 
steamship line competing with private lines. The testimony 
developed that while the entire Panama Railroad operation 
showed a profit the steamship service was operated at a loss. 

The committee has practically concluded its investigation. 
Its time to report to the House has been extended from Dec. 
15 to Jan. 25. 


BONDS FOR HIGHWAYS, WATERWAYS 


Issuance of government bonds to finance public construc 
tion work, such as waterway and highway work, is proposed 
by Senator Byrnes, of South Carolina, in S. 5087. The bonds 
would be called “permanent improvement bonds.” A “per- 
manent improvement construction fund” of not to exceed $500,- 
000,000 at any one time would be created in the Treasury out 
of which authorizations for expenditures for waterways and 
highways would be met. Issuance of bonds for waterway work 
is provided for in the Shipstead-Mansfield bill, on which hearings 
were held at the last session. Opposition developed to the 
measure and no action was taken on it. 


MAIL BY RAIL AND BUS 


The Traffic World Washington Bureau 


Withdrawal of train service utilized by the Post Office 
Department for the transportation of the mails is slowing up, 
according to testimony given before the House committee on 
appropriations by Second Assistant Postmaster General Glover. 

“We have had quite a lot of withdrawals in the last year,” 
said he. “It is rather slowing up now. It is not nearly so bad. 
The railroads are stabilizing their service now. They have 
pruned it pretty close.” 

“Well,” commented Chairman Byrns, of the committee, 
“practically all of them that are going to fall out that way 
have already fallen out.” 

It was stated that the department had put on 215 star 
routes, on which motor vehicles principally are used, on ac- 
count of discontinued train service. - 

Mr. Glover estimated that the star-route' service cost about 
25 per cent less than the rail service. 

“You know,” continued he, “we are coming close to the 
time, especially in the south, where railroad service has been 
so badly shot, when this star-route business will be like a pie 
wagon—the door open in the back, and the postmaster at the 
first little town will come out and take his sack of mail for 
his office and put on his sack of mail for the next office, and 
it will be a sort of transfer service all along the route. We 
have tried that out in two or three places in Texas. It has 
worked out very nicely, and I think that in years to come you 
will find that you will come to that class of service. The bus 
builders will build busses like that, and you may get to the 
point where you will want to put a clerk on a bus. With your 
state highways and your national highways, it will be pos- 
sible for that clerk to distribute the mail, and a bus will g0 
100 or 200 miles and cover more territory than your train would; 
because your train runs along on two little things called the 
track, and cannot get to the side offices, whereas a bus can 80 
right along and cover any number of offices and come back 
at night and give a good exchange to an office that is on the 
main line of the railroad or the principal branch of the rail- 
road.” 
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Motor Vehicle Transportation 





RAIL-TRUCK COORDINATION 


ANY equipment innovations, most of them still in the experi- 
l mental stage, testify to the widespread belief in the ulti- 
mate establishment of rail-highway coordination, under which 
line haul movement of shipments will be performed on rails 
and terminal service by trucks on the highways. One of the 
latest expressions of faith is represented by equipment demon- 
strated in Chicago last week by Rail Vans, Inc. (shown in the 
accompanying illustration), a new company organized to operate 
in the household goods field. Fully 80 per cent of all shipments 
of household goods move over the highway today, in the 
opinion of Henry Reimers, president of the company, who for 
ten years was secretary of the National Furniture Warehouse- 
men’s Association and pioneered the development of Allied Van 
Lines as a project of the association. 

Use of demountable van bodies of a type developed by 
Rail Vans is expected to return a large part of the household 
goods movement to the rails for the line haul movement, actual 
pickup and delivery of shipments being provided by transfer 
of the van bodies between rail flat cars and trucks or highway 





Van body on fiat car. 


trailers, according to Mr. Reimers. He estimates that, in nor- 
mal times, not less than two hundred thousand van loads are 
available for such handling in the southern and eastern states 
alone. Packing and loading requirements for rail shipments 
and multiple handlings incident to a rail haul with standard 
equipment have been the chief obstacles in the way of reten- 
tion of this source of revenue by the railroads. 

The van bodies, which are constructed of treated laminated 
wood, are to be equipped with furniture pads and will be 
rented to warehousemen handling household goods shipments. 
The van provides a full size truck or trailer body and can be 
moved from the bed of truck or trailer to or from a standard 
rail flat car in a few minutes by one man. Casters or small 
Wheels nested in the bottoms of the vans can be brought into 
Position for rolling the vans on and off by an ordinary bicycle 
pump. Two of the vans can be loaded on a standard 36-foot 
rail flat car and they are equipped with tie-downs for holding 
them in position. No special appliances are required on the 
flat car. Springs that form a part of the tie-downs provide 
additional protection to shipments, as they are said to absorb 
more than 20 per cent of switching shocks. 

A special trailer or truck body is used in connection with 
the vans. Hydraulic action raises and lowers the bed of the 
trailer or truck to the desired level. Simplicity of the transfer 
between trailer bed and flat car is one of the features of the 
equipment. With a cubic capacity of more than twice that of 
the standard container of the steel container cars in use in 
the east, the individual vans weigh less than a single container. 

Under the plan developed, the equipment units will be 
rented to household goods warehousemen for both local use 
and particular inter-city shipments. A rental of 15 per cent 
of the over-all charges from the point at which a shipment 





will be picked up to its final delivery will be made. In addi- 
tion to the simplification of interchange between rail and high- 
way, it is pointed out, there are many other advantages offered 
by the new equipment. Among them is the ease with which 
the loaded van can be moved from one floor to another of a 
warehouse and the protection given shipments. 

Mr. Reimers was of the opinion that use of a van body of 
this type offered a better solution for the problem of coordina- 
tion than the hauling of trailers on flat cars, as has been intro- 
duced at a number of points over the country. The latter was 
characterized by him as a “citrus stunt,” which would soon 
pass. By unloading the van body onto the rail equipment, he 
explained, the trailer could be retained in terminal service 
during the period of the-rail haul, and the safety problem 
created by the complete highway units on flat cars would be 
avoided. Vans so far constructed have been built to a size 
equivalent to that of truck bodies in household goods service, 
but the view was expressed that they could be constructed in 
any size to meet requirements and that it might ultimately 
prove desirable to employ them in many fields other than that 
of household goods and furniture. 

Tariffs providing for the movement of the vans on rail 
equipment, at 60 per cent of first class, minimum 8,000 pounds, 
or 50 per cent of first class with two vans on a flat car, are 
said to be in process of approval. 


TRUCK FERTILIZER COMPETITION 


The Commission, on application of the Illinois Central and 
other railroads, has reopened for further hearing No. 23911, 
rates on fertilizer and fertilizer materials within the state of 
Mississippi and within the state of Louisiana east of the Missis- 
sippi River for the purpose of enabling the parties to introduce 
evidence concerning truck competition such as is described in 
the petitions, the rates necessary to enable the carriers by rail 
to meet such competition, and the effect of such rates on inter- 
state shipments of fertilizer into the state of Mississippi and 
interstate commerce generally. 

The reopened proceeding has been set for further hearing 
at the Robert E. Lee Hotel, Jackson, Miss., on Dec. 29, before 
Examiner Sharp. 


TRUCKS AND RAILROADS 


Roy F. Britton, director of the National Highway Users 
Conference, has urged the serious consideration by state gov- 
ernments of the schedule of weights and measures for trucks, 
recommended by the American Association of State Highway 
Officials, before adopting any regulatory legislation. His action 
was prompted by the published announcement that Governor 
Pinchot of Pennsylvania had advised all state governors that he 
considered the association’s schedule of weights for trucks too 
liberal, and that he had notified them that he favored the fixing 
of the maximum weight at 20,000 pounds for four wheel trucks 
and 28,000 pounds for 6 wheel trucks. 

State highway engineers, working with Thomas H. Mac- 
Donald, chief of the U. S. Bureau of Public Roads, and other 
technical experts, recently recommended, as the result of ten 
years of intensive study, 16,000 pounds an axle, which is ap- 
proximately the equivalent of 26,000 pounds gross, as the maxi- 
mum for 4 wheel trucks, and 40,000 pounds for 6 wheelers. 

In a letter to the representatives of the participating or- 
ganizations of the National Highway Users Conference, in the 
various states, Mr. Britton called their attention to the Penn- 
sylvania governor’s recommendation and recommended to them 
that they bring the matter to the attention of their state gover- 
nors, highway officials and members of the legislatures. He 
explained to them that while the national organization has not 
formally endorsed the findings of the highway officials, it did 
regard them as representing the conclusions of the best techni- 
cal minds engaged in the study of highway problems, and that 
therefore they should be given equal or more consideration than 
the views of any one state governor, which may have been 
based upon conditions peculiar to his own territory. 

In his letter to the governors, Governor Pinchot also as- 
serted that it was unfair to the railroads and to the holders of 
railway securities to build expensive roads for heavy freighters. 
He also called attention to the decline in railroad earnings in 
recent years, intimating it was due to highway competition. 

In his communication to the users of the highways in the 
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states, Mr. Britten expressed the opinion that the plight of the 
railroads was not due so much to the competition of motor trans- 
portation as to other causes, and recommended that they urge 
upon the governors and the legislative bodies the desirability 
of studying the problem of regulation, from the point of view 
of public interest, rather from that of the private or corporate 
owner. 


UNIFORM HIGHWAY CODE 


Anticipating that highway regulation will be subject to 
review in most of the 44 states whose legislatures convene in 
regular session in 19383, directors of the National Automobile 
Chamber of Commerce, in New York, December 7, approved a 
uniform code of dimensions and speed limitations for vehicles 
recently adopted by the American Association of State High- 
way Officials. 

At the same time the Chamber directors expressed them- 
selves in complete agreement with the purposes for which the 
organization of highway officials is seeking adoption of its code. 
Revision of the laws of each state in conformity with the pro- 
visions of the “model” code, it is believed, would establish a 
fundamental prerequisite of highway design; permit the effi- 
ciency and safety of interstate motor traffic; facilitate the re- 
moval of undesirable vehicles and operations from highways, 
and aid in stabilizing the relationship between the highway and 
the motor vehicle. 

In the provisions of the code, maximum dimensions of 
vehicles using state highways would be fixed at 8 feet in 
width, 12 feet 6 inches in height, 35 feet in the length of single 
vehicles and 45 feet in the length of vehicle combinations. 

Liberalization is a feature of the speed provisions. 

Excepting buses and trucks, which would be restricted to 
a maximum limitation of 45 miles per hour, it is proposed that 
passenger vehicles be permitted to operate at speeds which 
“shall be consistent at all times with safety and the proper use 
of the roads.” 

A minimum speed limitation making it an offense to op- 
erate a vehicle unnecessarily at speeds so slow as to impede or 
block the nermal and reasonable flow of traffic is also included 
in the code. 

Vehicles equipped with solid or cushion rubber tires would 
be held to a maximum speed of 10 miles per hour. 

The weight of commercial vehicles operated under load 
would be determined by two factors: 

1. Provides that no wheel of a vehicle should carry more 
than 8,000 pounds and no single axle of the vehicle should be 
permitted to carry more than 16,000 pounds. 

2. The gross weight limitations for vehicles would be de- 
termined upon a formula in which the length of the vehicle is 
a factor. 





N. Y. STORE DOOR DELIVERY 


The carriers have notified the Commission that they desire 
to postpone the effective date of their tariff establishing so- 
called store door delivery in New York for thirty days from 
December 17. This additional postponement, they said, was 
on account of their inability to make changes in their original 
proposals in time to make the tariff effective as planned on 
December 17. 


RATES TO MEET TRUCK COMPETITION 


Application for intrastate rate reductions on general com- 
modities moving in quantities of not less than 12,000 pounds 
between New Orleans and Baton Rouge, La., has been filed 
with the Louisiana Public Service Commission by the Louisi- 
ana & Arkansas and the Yazoo and Mississippi Valley railroads 
as a means of meeting truck and water competition. A hearing 
has been set in Baton Rouge for December 16. Exceptions to 
the reductions include automobiles, explosives, cement, fruits, 
vegetables, live stock, milk and cream, poultry, wool and mo- 
hair. The proposed rates would be 37 cents a hundred pounds 
on 12,000 pounds minimum, 30 cents on 25,000 pounds minimum 
and 26 cents on 40,000 pounds. 


INDIANA MOTOR TRAFFIC ASSOCIATION 
The Indiana Mctor Traffic Association, one of a number of 
associations of truck operators in the state, held its annual 
meeting at the Claypool Hotel, Indianapolis, December 16. An 
invitation to all certificated operators Was extended by the 
secretary, Sam Hadden. 


SUSPENSION OF RAIL SERVICE 


Permission to suspend rail service on 150.5 miles of line 
in Missouri, Kansas, Arkansas, and Oklahoma has been granted 
to the receivers, J. M. Kurn and John G. Lonsdale, of the St. 
Louis-San Francisco Railway by United States District Judge 
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Faris at St. Louis. On these lines the loss last year was $87,500, 
The receivers did not ask for permission to abandon the lines, 
but to suspend rail service. The present volume of traffic could, 
in their opinion, be handled by motor vehicles, if the Interstate 
Commerce Commission would approve the plan. 


JOINT TRUCK TARIFF 


A tariff naming single and joint line less-carload rates for 
application within Oklahoma has been issued by the Associated 
Motor Carriers of Oklahoma, Inc., on behalf of eighty-five of its 
members. It took effect December 3, and was issued in com. 
pliance with an order of the Corporation Commission of Okla- 
homa requiring the publication of tariffs for intrastate appli- 
cation by all class “A” motor carriers. The opinion is ex. 
pressed by a representative of the association that highway 
carriers will eventually adopt an agency system for tariff publi. 
cation, similar to that used by the railroads. The tariff is a 
32-page document bearing the Association No. 100 on its face and 
C. C. of O. No. 1, covering both classes and commodities. Rates 
are shown between all important points in the state. 


TRUCKS AND UNEMPLOYMENT 


Editor The Traffic World: 

Please refer to the letter in The Traffic World, December 3, 
written by Frank Lesler, president, Railway Employes’ and Tax- 
payers’ Association of Oklahoma. 

My only reason for writing is to correct an erroneous im- 
pression or two. 

The intent of the first paragraph of the article in question 
was to make it appear I had a grudge and/or had no right to 
write my letter which appeared in The Traffic World November 
19, in view of the fact I was “a furloughed railroad employe, 
not resigned.” In that first paragraph what the writer tells 
is the truth. But he does not tell the whole truth. 

I have made a thorough check of the city directory and the 
telephone directory and have made inquiry at the Chamber of 
Commerce, and there is no one living in Oklahoma City by the 
name of Frank Lesler. 

It could not possibly have been a grudge which caused me 
to write my letter, due to the fact I had, on being properly 
approached, informed the railroad company I did not care to 
accept my former position. My only possible reason for writ- 
ing the article was that I was tired of picking up the news- 
papers and other publications and seeing untruths and/or half 
truths by some high railroad official concerning the trucks. 

It was not necessary for me to resign as my position was 
not abolished. It was I who was abolished. I was succeeded 
by a man who had about one year’s experience in the freight 
department. I do not care to go into details, but can and will, 
if necessary. 

When the railroad employes were 1,227,000 of all kinds, 
there were 1,510,000 truck drivers alone. My guess is there 
are not over half of those 1,227,000 railroad employes today, 
and my further guess is that, for every railroad employe, there 
are four or more truck employes. 

Barbour’s Transportation Company, 
George O. Bettis, Traffic Manager. 
Oklahoma City, Okla., Dec. 12, 1932. 


TRUCK REGULATION 


Editor The Traffic World: 

I have been reading with interest all articles printed in 
The Traffic World for some time regarding truck regulation. 

The truck situation throughout this territory is the same 
as in any other territory. Unregulated transportation in any 
territory is a detriment to any community. State regulation 
in some states has eliminated, to a certain extent, unfair com- 
petition with respect to rail carriers. The state of Texas has 
in effect a law prohibiting any trucking company from trans- 
porting over 7,000 pounds over its highways. Truck companies 
are transporting, from the west coast, commodities in excess 
of 40,000 pounds by use of trailers, distributing this merchan- 
dise at the state line to a fleet of trucks, continuing the haul 
through or distributing in Texas in 7,000 pound minimums, on 
a through rate considerably lower than the present rail rates, 
origin to destination. If the rail carriers reduce their rates to 
meet this competition, after having gone through the neces- 
sary procedure required by the Commission, these truck lines 
reduce their rates the next day, and again have a monopoly on 
the transportation. 

The rail carriers throughout this section have reduced their 
rates on certain commodities, carload lots, to a basis with 
which the truck lines cannot compete, regardless of whether 
or not the trucks have a movement both ways. This has elim! 
nated, to a certain degree, the transporting of these commod: 
ities in and out of this territory, 
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The rail carriers do not object to fair competition, and in 
all fairness to both the rail carriers, reliable truck companies 
who want regulation, and to the general public, the truck 
transportation companies should be regulated, not by the state, 
other than on intrastate competition, as are the railroads, but 
by the Interstate Commerce Commission. This would “freeze 
out” the wildcat truckers, put the railroads and trucks on the 
same basis, and make a clean, keen, competitive business, that 
— be enjoyed by the railroad, truck lines, and shippers 
alike. 

This regulation can only be accomplished through the close 
cooperation of the general shipping public, through their rep- 
resentatives requesting Congress to enact a bill by which the 
truck lines should be under jurisdiction of the Commission, 
and until this is accomplished the wholesalers and manufac- 
turers will continue on this same unregulated non-competitive 
basis. 

The wholesalers, manufacturers, etc., who have been lucky 
enough to go, thus far, through this depression, should be able 
to see the effect of this unregulated transportation, and assist 
in every way possible to hold their tonnage to the regulated 
transportation lines. 

It is a well known fact that the rail carriers are the ones 
paying the taxes throughout each state traversed by their lines. 
It is true that the busses and trucks pay a state tax, gasoline 
tax, insurance premiums, etc., but this cannot be compared 
with the numerous taxes paid by the railroads. 

Committees have been appointed to investigate this situa- 
tion, meetings have been held, discussed pro and con, and 
numerous other ways have been used to discuss this problem, 
but in the main, nothing has been done to stop this discrimina- 
tion. The American people, as a whole, are responsible them- 
selves for allowing this situation to exist, and are now begin- 
ning to see the detriment this unfair, unregulated competition 
has caused throughout, not only their own community, but 
throughout the entire country. 

Dependable service, safe transportation, reasonable trans- 
portation charges, and fair competition are the essentials neces- 
sary for all transportation agencies, and must be maintained 
for the buying and selling public to fairly compete in their 
wares. 

Is it possible that the American people will stand idly by 
and allow such an important regulation to be dismissed from 
their minds, as of little or no importance, when their next Con- 
gress convenes? This bill should be as important to the Amer- 
ican public as any other bill that could possibly be brought 
before the House or Senate for immediate regulation. 

E. R. Collins, 
Traffic Manager, Charles Ilfeld Company. 
Las Vegas, N. M., December 7, 1932. 


THE ST. LAWRENCE WATERWAY 


Editor The Traffic World: 

We have heard much about the wonderful things that the 
St. Lawrence waterway would do for the middle west, if a 
treaty on the subject is ratified by Congress, and I think it 
is time to analyze it a trifle. 

Even at present, smaller foreign vessels can reach the 
inland ports on lakes Superior, Michigan, and the other lakes. 
This year we have received at Lake Michigan ports between 
two hundred and two hundred and fifty thousand tons of Euro- 
pean wood pulp. This pulp, of course, is cut by labor getting 
European rates of compensation. It comes in foreign bottoms, 
manned by seamen getting very much lower pay than the 
American seamen and the boats are not restricted as to size 
of crew, living quarters, and maintenance, as the seaman act 
governs American vessels. 

It now appears that this European pulp can be sold at 
much lower prices than the Wisconsin and Michigan pulp mills 
can produce it, in consequence of which the Wisconsin and 
Michigan pulp industry is at a standstill. 

The many thousands of men employed in the cutting of 
pulp wood and in the pulp mills where this pulp wood is manu- 
factured into wood pulp are, to a large extent, members of the 
army of unemloyed. 

This pulp is marked as being made in Sweden, but, from 
private sources of information, I am led to believe that a 
considerable part of it originates in Russia. 

It, of course, would seem easy, in the next session of Con- 
gress, to put a tariff on imported pulp to overcome the dis- 
crepancy in cost between the foreign pulp and the domestic 
pulp, but, the moment that we do this, Norway and Sweden 
will probably reciprocate by increasing the tariff on some item 
that we are now exporting to those countries. 

On the return trip to Europe these vessels have no cargoes; 
they, consequently, bargain for east-bound cargoes and finally 
take a cargo of grain, mostly Canadian, to Europe at a figure 
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that would mean bankruptcy to any American boat, and this 
is one of the contributing reasons for the laying up of so Many 
of our American lake steamers with consequent increase jp 
unemployment. 


The above example covers only wood pulp. The same thin 
would hold good on any other article that could be brought to 
America from Europe. If it can be laid down at our inland 
ports, any article will immediately compete with our domestic 
supplies and cause great hardship among some certain line of 
manufacture and again a howl would arise for an increase ip 
tariff on this article which, in turn, would mean an increage 
by the foreign country on some American article that they 
import. 

It would appear to me that the St. Lawrence waterway 
would be of by far greater advantage to the European coun- 
tries than to ourselves, because it would allow them to lay 
down, at prices that we could not hope to meet, merchandise 
that would cause untold hardship and suffering to our labor 
by causing unemployment. 


It would further seem that we do not wish to invite the 
importation of merchandise but, rather, the export of mer. 
chandise, and the St. Lawrence waterway would offer greater 
inducement to import than to export. 

To maintain the American ideal of wages and living con- 
ditions means that we must protect ourselves to a great ex- 
tent from foreign competition, and I think the danger of the 
St. Lawrence waterway in this connection is great. 

As to the economic value of the waterway, it, of course, 
cannot be denied that any cheaper form of transportation is 
a benefit to commerce; however, in the case of the United 
States, the extremely long seacoast we have both on the 
Atlantic and the Pacific and on which we have prided ourselves 
as having excellent harbors and railroad distribution facilities, 
has been built up for hundreds of years and tremendous 
amounts of money have been invested in its upbuilding. The 
railroads are heavily involved in the eastern and western sea- 
ports. Their capital structure consists largely of bonds held by 
most of our insurance companies and otherwise widely dis- 
tributed. To have government, both national and municipal, 
build a new waterway, at tremendous expense, would certainly 
take away some of the commerce from its present channels and 
would weaken the railroads and, through them, might imperil 
the value of our life and fire insurance that we are carrying 
and, at the same time, would throw many thousands of people 
in our seaport towns and in our railroads out of employment. 


It is a grave question whether the economic gain of such 
a waterway would be in any way counterbalanced by the off- 
setting tremendous economic loss. This question, of course, can 
be argued on both sides and, in fact, has for the last fifteen 
years been one of the mainstays of political orators; however, 
any arguments on eihter side are based on theory and cannot 
be soundly demonstrated or proved. 

Now let us turn to the political effect of the canal. As I 
understand it, incorporated in the agreement now before Con- 
gress for ratification, Canada binds itself, in case of war be- 
tween the United States and any foreign country, including 
England, that the St. Lawrence waterway be kept open to the 
United States through the ports of Canada through which the 
Canal passes. 

We believe, as English speaking nations, the United States 
and England are tied together by so many similar interests 
that we cannot afford to be at war, especially as the last World 
War, with its resultant economic depression, through which we 
are now passing, ought to have taught us that war should only 
be a last resort. 

However, we are a creditor nation. All European nations 
owe us money and but few debtors love their creditors when it 
becomes hard for the debtor to pay interest and principal. 
This is the position we are now in. Europe is clamoring for us 
to cancel or reduce our claims against it and, as a result, bad. 
blood may be stirred up. 

Even though Canada, our friendly neighbor, would have 
no cause for war with us, still, I believe that, in case England 
were drawn into a war with us, it would not be long before 
pressure of various kinds would be used on Canada to force 
it to declare war against us, primarily because of a wish, in 
that case, by England to have the St. Lawrence waterway 
closed to our commerce. 

Through this line of reasoning I feel that the St. Lawrence 
waterway might, and very probably would be, in such an event, 
a direct reason for adding to our other enemies the present 
friendly country of Canada. 

G. J. Hansen, President, 
Hansen Storage Company. 
Milwaukee, Wis., Dec, 13, 1932. 
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DULUTH 


MINNESOTA 


Duluth, strategically located at the head of the Great Lakes, with a population of over 
100,000, is the extreme western city on Lake Superior. The city is known far and wide 
not only as the second largest port in tonnage in America, but for its natural beauty and 
as the wri to the Minnesota Arrowhead Country, the wonderful natural playground 
where Mother Nature bestows more varieties of beauty and recreational attractions than 


can be found in any other spot in the world. 


Shipping, iron ore mining, manufacturing, wholesale trade, retail trade, grain trade, forest 
products and agricultural pursuits in the area surrounding Duluth, are the main factors which 
contribute to the successful business life of the community. A wonderful city in which to live. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions rage ms practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 


from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Local Vs. Proportional Rates 
Illinois —Question: Referring to the Traffic World, dated 
November 5th, 1932, page 888, in your question and answer 
column under the above caption. 
The writer agrees with the answer given, but takes excep- 
tion to the last paragraph in which you state: 


A violation of the fourth section can only exist in the fact that 
the proportional rates exceed the aggregate of intermediates and 
not in the fact that a through rate based by using the rates from 
Southeastern territory to the gateways and proportional rates beyond 
those gateways exceed through rates made by using the rates from 
Southeastern territory to the gateways and local rates beyond. 


The Commission has held that a proportional rate is a 
part or remainder of the through rate and as such must be 
considered in relation to the whole rate. 28 I. C. C. 383. Re- 
shipping and proportional rates by whatever name called are 
inseparably connected with and form parts of rates applying 
to through transportation. 69 I. C. C. 185. 

In view of the above cited decisions it is the writer’s 
opinion that a proportional rate cannot be considered in and 
of itself but must be considered in connection with any other 
rate forming the final through rate. 

Your further consideration of this question will be appre- 
ciated. 

Answer: As we understand it the question raised by the 
inquiry on page 888 of the November 5, 1932, Traffic World, 
under the above caption, to which you refer, is whether a 
through rate composed of a local rate to a river crossing and 
a proportional rate beyond the crossing which exceeds the 
sum of the local rate to the crossing and the local rate beyond 
the crossing is in violation of the fourth section of the Act to 
Regulate Commerce. 

It is true that the Commission has held that a proportional 
rate is a part of, or the remainder of, a through rate, and that 
a proportional commodity rate must be applied whether higher 
or lower than a local commodity rate applying via the same 
route between the same points. But it has also held that a 
local commodity rate removes the application of a _ propor- 
tional class rate between the same points, via the same route 
whether higher or lower, and likewise that a proportional class 
rate removes the application of a local class rate applying via 
the same route between the same points. 

Therefore, unless there is a local commodity rate applic- 
-able on a commodity for which there is no corresponding pro- 
portional commodity rate, local rates have no place in a consid- 
eration of the applicable rate on the traffic in question, and in 
any event a fourth section violation can exist as to the rates 
north of the crossings only in the fact that the rates north of the 
crossings exceed the aggregate of intermediates and not in the 
fact that a through rate based by using a rate from a point 
in Southeastern territory to a crossing and a proportional rate 
beyond the crossing, exceeds a through rate made by using the 
rate from the same point in Southeastern territory to the 
crossing and a local rate beyond the crossing. 

Notice of Claim—Effect of Using Bill of Lading Containing 
Provision Not in Accord With Interstate Commerce Act 
Arkansas.—Question: The contract terms and conditions 

of shippers order bills of lading, in use prior to August 1, 1930, 

with respect to claims for loss or damage to property, provided 

that: 


If such loss, damage or injury was due to delay or damage, 
while being loaded or unloaded or damaged in transit e careless- 
ness or negligence, then no notice or filing of claim shall be required 
as a condition precedent to recovery. 


Will you kindly advise whether the above quoted provision 
is legally applicable where damage through carrier’s negli- 
gence results to a shipment that moved after January 1, 1931, 
the bill of lading covering which shipment was prepared on 
the old form, or whether the requirement of the new form 
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that claim be filed within nine months following date of de. 
livery is legally applicable even though the shipment moved 
under a bill of lading, the printed conditions on which stipu- 
lated that no notice of claim nor filing of claim shall be required 
as a condition precedent to recovery. References to court or 
Interstate Commerce Commission decisions on the point will] 
be greatly appreciated. 

Answer: As we construe the decision of the Supreme Court 
in Louisiana & Western Railway Co. vs. John B. Gardiner, 273 
U. S. 280, 47 S. Ct. 386, the court holds that a provision in 
the bill of lading governing a shipment which is not in accord 
with the provisions of the Interstate Commerce Act, in this 
instance the provision of paragraph 11 of Section 20 of the Act 
relating to the time within which suits for loss, damage or 
delay may be instituted against a carrier, are unlawful and 
void and therefore ineffective. 

The court in this case held that inasmuch as the bill of 
lading which was issued for the shipment covered by the de- 
cision contained a provision respecting the time within which 
a suit could be brought for loss, damage or delay, which pro- 
vision allowed a lesser time than the minimum period prescribed 
in paragraph 11 of Section 20 of the Interstate Commerce Act, ag 
amended February 28, 1930, the provision of the bill of lading 
was ineffective, and there being no federal statute of limitation 
fixing a definite time within which a suit must be brought 
but merely a minimum period which must be observed by 
the carriers in their bills of lading contract provision relat- 
ing to the period of limitation within which a suit for loss, dam- 
age or delay must be brought, held that the state statute of 
limitation applied. 

The Supreme Court has also held that the limitation pro- 
vision of the bill of lading is a contractual provision. Ellis & 
Clark vs. Davis, 260 U. S. 682, 43 S. Ct. 243. 

While the provision of the bill of lading you quote is not 
a limitation provision in the strictest sense, reasoning from the 
decisions in the cases above it would appear that the pro- 
vision is binding upon the parties to the lading which covered 
the shipment in question, particularly in view of the fact that 
the provision is a concession from the present provisions of 
paragraph 11 of Section 20 of the Act, reading: 


Provided further, That it shall. be unlawful for any such re- 
ceiving or delivering common carrier to provide by rule, contract, 
regulation, or otherwise a shorter period for the filing of claims 
than nine months, and for the institution of suits than two years, 
such period for institution of suits to be computed from the day 
when notice in writing is given by the carrier to the claimant that 
the carrier has disallowed the claim or any part or parts thereof 
specified in the notice. 


As to the effect of this exception to the requirement that 
a claim or notice thereof must be filed with the carrier as 
a condition precedent to recovery, see our answer to Pennsyl- 
vania, on page 710 of the Sept. 21, 1929, Traffic World, under 
the caption “Notice of Claim.” 

We can find no decisions of the courts specifically in point. 
The Interstate Commerce Commission has no jurisdiction in 
the matter. 

Application of Combination Rule to Alternative Intermediates 

California.—Question: Your reply on page 997 of the No- 
vember 19th, 1932, issue of the Traffic World, under the caption 
“Tariff Interpretation—Class Rate Versus Sum of Intermediate 
Commodity Rates,” does not appear to answer the entire ques- 
tion fully. 

Take, as an example, A. T. & S. F. Tariff 6772-H, I. C. C. 
9800, as amended by Supp. 51, which names a rate to E. Fort 
Madison, on lumber of 34c, plus the rate from the river to 
Crown Point, Ind. Agent Jones’ Tariff 131-I, I. C. C. 2207, names 
joining rate of 15144c (E. Ft. Madison base in Supp. 25, pages 
4 and 5, and Supp. 29, page 5), both governed by Kelly Rule, 
equaling 48144c through. Both tariffs governed by Kelly Rule. 
A. T. & S. F. Lumber Tariff 14087, I. C. C. 10490, Supp. 11, top 
of page shows combination rates apply. 

Toll’s Tariff of Class Rates, 39-B, I. C. C. 1286, through 
intermediate application, item 60 (but see item 25) names 
Class B to Crown Point, Ind. (Cincinnati base) as $1.33; item 
564 at Albuquerque as intermediate point. ; 

How can we use Kelly Rule in view of the specific class 
rate, even though combination authorized in A. T. & S. F. 
Tariff 14087? Bear in mind intermediate rule in Tariff 39 
(Toll’s) is outside (east of) scope of said latter tariff by Rule 
27 of Interstate Commerce Commission Tariff Circular 20. 

Answer: Our answer to which you refer, it seems to us, 
answers the inquiry to which it is addressed. Your inquiry 
relates to another feature of the application of the combina- 
tion rule, namely, whether the combination rule may be ap- 
plied to the aggregate of intermediates, the application of 
which is authorized under a tariff which names a through rate 
but provides that if the aggregate of intermediates is lower 
the aggregate of intermediates may be applied. 

In California Dressed Beef Co. vs. A. T. & S. F. Ry. Co. 
128 I. C. C. 607, the Commission held that where a tariff pro- 








sett 
Nev 
“C 


doy 


sec 


ine 















pecember 17, 1932 











Newrort NEWS, 1621...sixty sons of Erin start a 


settlement, a day’s march from Jamestown. 
Newport News, 1881...a locomotive—the initials 
“C & O” painted on the cab—brings the first train 
down the Virginia Peninsula. The potential im- 
portance of the city is recognized. 

Newport News again, 1932...the hamlet of the sixty 
Celts has a population of 35,000...a payroll of 
$18,000,000 a year...handles more than one third of 
the total tonnage of the Port of Hampton Roads! 
Coal from Chesapeake and Ohio territory is first in 
importance—7,205,000 tons annually. Tobacco is 
second. 


A market worth cultivating? A good home for 


industry? Obviously. 
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“Opportunity Awaits You Along the C & O” 


NEWPORT NEWS 


TOBACCO PORT OF AMERICA 
COAL PORT OF THE WORLD 
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No port can handle $240,000,000 worth of 
import and export freight without substan- 
tially increasing its own wealth. No ship- 
ping center can enjoy the faverable freight 
rates to the interior that Newport News 
enjoys without increasing in importance. 
No market can be so well located in relation 
to the resources of America, and the steam- 
ship lanes of the world, without being 
increasingly attractive to commerce and 
industry. 

Chesapeake and Ohio is more proud, perhaps, of its 
associations with Newport News than of those with 
any other city. C & O is the only road serving this 
thriving Virginia city. In its deepwater terminal— 
coal piers, grain elevator, merchandise warehouses 
and yards—it has invested millions. And in provid- 
ing a complete transport service, it has made through 
passenger service available between Cincinnati, Louis- 
ville, Chicago, Indianapolis, St. Louis, Columbus, 
Toledo, Detroit. 

C & O has, consequently, been permitted to play a 
leading part in making Newport News a tobacco and 
coal port of first importance; a seaport of interna- 


tional significance; and an industrial center of great 


promise. 


CHESAPEAKE 2"¢ OHIO 
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vides that the aggregate of intermediates may be applied when 
lower than a through rate published therein, it is the full 
aggregate of intermediates and not the product of intermediate 
rates treated by a rule which results in something less which 
is meant by the alternative rule. Under this decision of the 
Commission the full combination of intermediates and not the 
combination of intermediates treated by the combination rule 
is the rate to be applied under such a tariff provision. 

If Agent Toll’s Tariff 39-B, I. C. C. 1286 provides for a 
through class rate from Albuquerque, N. M., to Crown Point, 
Ind., but provides for the alternative application of the lowest 
combination of intermediates, under the decision of the Com- 
mission, above referred to, the combination rule may not be 
applied. 

However, as to the application of the intermediate rule 
published in Agent Toll’s Tariff 39-B, I. C. C. 1286 in arriving 
at the rate from Albuquerque, N. M., to Crown Point, Ind., see 
our answer to Colorado, on page 469 of the February 27, 1932, 
Traffic World, under the caption “Tariff Interpretation—Inter- 
mediate Rule, Though Unlimited in Its Own Terms Is Restricted 
to Scope of Tariff.” 





Doings of the Traffic Clubs 





The Transportation Club of Springfield, Ill., December 7, 
held a business meeting and election of officers. L. F. Root, 
division freight agent of the B. and O. 
Railroad, was elected president. Mr. 
Root was born March 14, 1889, at New 
Castle, Indiana. He was educated in 
the public schools and started his traf- 
fic career with the C. H. and D. Rail- 
road at Indianapolis, September, 1915, 
as secretary to J. A. Simmons, general 
freight agent. In December, 1915, the 
C. and I. W. was organized and he be- 
came secretary to Mr. Simmons, who 
was appointed traffic manager. In Sep- 
tember, 1917, he was promoted to com- 
mercial agent at Indianapolis and in 
February, 1920, was promoted to gen- 
eral agent at Chicago. With the ac- 
quisition of the C. and I. W. by the B. 
and O. he was promoted to division 
freight agent of the B. and O. at Spring- 
field, in January, 1928, which position 
He is a charter member of the Transportation 





he now holds. 
Club of Springfield and was the first member to pay his dues at 
the time the club was organized. 





At its annual banquet December 9 the Traffic Study Club of 
Atlanta elected the following officers: President, Stanley Pitcher, 
Railway Express Agency; vice president, J. W. Vance, Great 
Atlantic and Pacific Tea Company; secretary, J. C. Vandegrift, 
he WW, 2. 





“Wheeler-White Line Night” will be observed by the Trans- 
portation Club of Des Moines with a dinner and “stag” Decem- 
ber 19. The dinner will be at the Hotel Fort Des Moines, and 
L. E. Stone, vice president, White Line Transfer and Storage 
Company, will be the principal speaker. Club members Will 
make donations for local charity. The “stag” entertainment 
will be provided by the transfer company, following the din- 
ner, at its warehouse. 





That there is a definite drift away from principles incor- 
porated in the federal constitution towards socialism was the 
assertion of William H. Bremner, receiver, M. & St. L., in ad- 
dressing the Birmingham Traffic and Transportation Club at a 
luncheon December 6. He discussed the highway “subsidy” and 
’ other phases of governmental participation in transportation. 
He urged that the country get rid of many of its bureaus and 
Commissions, returning power to the individual states. 





The monthly meeting of the Traffic Club of the Brooklyn 
Chamber of Commerce was held at the Elks’ Club December 15. 
County Judge Algeron I. Nova was the speaker. 





The annual mid-year dinner of the Traffic Club of Pitts- 
burgh was held at the William Penn Hotel December 14. Fred- 


erick K. Landis, New York lawyer, publisher and humorist, was 
the speaker. 


Entertainment by nationally known radio artists 
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was on the program. Members of the Allegheny Regional Ag. 
visory Board, in the city for their quarterly meeting the fo). 
lowing day, were guests. 





The Traffic Club of Denver will hold its annual Christmas 
dinner dance and ‘“Ladies’ Night” at the Cosmopolitan Hote] 
December 17. 





The Traffic Club of Minneapolis is raising a Christmas 
benefit fund for the children of the University Hospital. Gifts 
and entertainment for the children will also be provided by the 
club. 





The Transportation Club of Louisville will give a Christ. 
mas charity dance at the Brown Hotel December 19. The 
entire proceeds will be turned over to one of the local charity 
funds. 





E. J. Dietsch has been elected. president of the Jamestown 
(N. Y.) Traffic Club, succeeding H. R. Miller. Kenneth John. 
son has been elected vice president and H. L. Colburg secretary. 
treasurer. 





At a luncheon at the Hotel Muehlbach December 12 the 
Traffic Club of Kansas City was addressed by William E. Rosen. 
baum, consulting traffic manager, St. Louis, on “Some Oppres- 
sive Barriers to the Freedom of Movement of Interstate Com. 
merce.” 





The weekly luncheon of the Transportation Club of St. 
Paul was held at the Hotel Lowry December 13 with P. F, 
Scheunemann, traffic manager of the Monarch Elevator Com- 
pany and president of the Citizens’ Transportation League, as 
the speaker. His subject was “The Program of the Citizens’ 
Transportation League.” 





The thirteenth annual dinner of the Canton Traffic Club was 
held at the Courtland Hotel, December 6. The following officers 
were elected: President, P. K. Webner, freight agent, Pennsyl- 
vania; first vice-president, N. D. Simpson, traffic manager, Met- 
ropolitan Paving Brick Company; second vice-president, E. J. 
Crampton, freight agent, Baltimore and Ohio; secretary, M. L. 
Underwood, traffic manager, Buckeye Cereal Company; treas- 
urer, H. I. Richards, chief clerk to district freight agent, Penn- 
sylvania; governors, R. E. Wise, traffic manager, Stark Brick 
Company; N. B. Fagan, district freight agent, Pennsylvania; J. 
E. Corbin, assistant traffic manager, Timken Roller Bearing Com- 
pany; J. A. Prince, freight representative, Pennsylvania; J. R. 
Ellis, traffic manager, Superior Sheet Steel Company. 





The Traffic Club of Wichita has elected the following officers: 
President, R. A. Young, assistant purchasing agent, Kanass Gas 
and Electric Coompany; first vice-president, W. H. Turner, divi- 
sion freight agent, A. T. & S. F.; second vice-president, E. G. 
Rieg, traffic manager, Consolidated Flour Mills Company; secre- 
tary-treasurer, H. E. Reeves, commercial agent, Toledo, Peoria 
& Western; directors, T. M. Miller, traveling freight agent, 
Central of Georgia (Kansas City); B. B. Moody, traffic manager, 
Wichita Flour Mills Company; W. C. Morehouse, export traffic 
manager, Kansas Milling Company; C. K. Umbarger, Coleman 
Lamp Company. 





J. E. Fitzwilson, executive general agent of the Southern 
Railway, was elected president of the New Orleans Traffic Club 
at its annual meeting December 12. Other officers named are: 
Charles Harrington, president, Ross and Heyn, Inc., first vice 
president; P. Jung, Jr., traffic manager, Crescent Bed Company, 
second vice president; G. G. Tomlinson, traffic manager, Lone 
Star Cement Company, third vice president; E. C. Marks, sol- 
iciting agent, Lykes Brothers-Ripley Steamship Company, sec- 
retary; W. C. McCormick was elected a director for a three 
year term. W. N. Adams, Louisiana and Arkansas, and W. 0. 
Lewis, Gulf, Mobile and Northern, were named directors for 
two year terms. R. J. Barry, H. C. Hicks, W. R. Schwarz and 
Bruce Baird, were elected directors for one year terms. As A. 
J. Meloney, who was nominated for treasurer, withdrew, the 
nominating committee selected F. J. Abel for that post, with 
the election carried over to the January 23 meeting. Declaring 
that 70 per cent of the pay checks of New Orleans were de- 
pendent directly or indirectly on port activities, Jay Weil, of 
Douglas Public Service Corporation, called on the public to 
advise itself of the importance of foreign trade and rally to the 
support of officials endeavoring to sustain commerce. Losses 
in port commerce were ascribed by him to the Galveston rate 
case and general world depression. 





“Kiddies’ Day” will be observed by the Traffic Club of St. 
Louis at a luncheon at the New Jefferson Hotel December 19. 
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good things to eat as 
well as the toys and other pres- 
ents that delight all of us at 
Christmas time is made possible by just 
such dependable freight service as that 
provided by the Missouri Pacific Lines. 

We concede the palm to Old Saint 
. Nick for speedy delivery ...We can’t 


SP Mae BP ene 






) 
| quite cover the world in a few brief St. LOWES is known as the city surrounded by the 
‘ United States because it is close to the geographical center, 
hours —— But we Can, and do, provide because almost half.of the country’s population resides 
* . = within a 500 mile radius of it and because almost half 
a rapid and dependable freight service the Class A railway mileage in the United States origi- 





nates in St. Louis. It is a natural gateway for your product. 


to and from the West and Southwest. 
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A turkey luncheon and entertainment for children guests of 
the club are on the program. The ladies are invited. 





The Pacific Traffic Association held a “Christmas High 
Jinks” at the Elks’ Club, San Francisco, December 15. 





The Women’s Traffic Club of San Francisco gave a Christ- 
mas party at the Western Women’s Club December 15. 





The Traffic Study Club of Akron will hold its business 
meeting and a Christmas party at the plant of the B. F. Good- 
rich Company December 19. The meeting will be preceded by 
inspection of a new “Dry-Flo” tank car. A. C. Middleton and 
engineers of the General American Tank Car Company will 
display the car and explain its use in connection with the trans- 
portation of dry, bulk commodities. Keno will be the main 
feature of the party. 





The Transportation Club of Evansville will hold a dinner 
meeting at the Vendome Hotel December 21. Christmas carols 
will be sung and there will be other entertainment. Officers 
will be elected. Two candidates for president have been named. 
They are R. F. Woerter and Norman Gerth. 


Personal Notes 








A. L. Otero has been appointed a member of the State 
Corporation Commission of New Mexico to fill vacancy caused 
by the death of Commissioner Jesus C. Sanchez. 


Funeral services for Wil H. Douglas, head of five ware- 
house and transfer concerns in New Orleans and prominent in 
civic and commercial circles, were held December 10. He was 
sixty-nine years old at the time of his death. The companies 
of which Mr. Douglas was the head are: Douglas Transfer, 
Inc.; Douglas Public Service Corporation, New Orleans Storage 
and Terminal Company, Inc., Douglas Shipside Storage Cor- 
poration, and Douglas-Guardian Warehouse Corporation. 

The Chicago Passenger Association elected the following 
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officers at its annual meeting last week: President, J. 5, 
Franke, New York Central; first vice-president, John Mooney, 
Canadian Pacific Steamship Lines; second vice-president, Wij- 
liam Powers, Baltimore and Ohio; secretary and treasurer, Ray 
Hartel, Union Pacific. 

Funeral services for Albert C. Loring, president of Pills. 
bury Flour Mills Company, Minneapolis, and long a member of 
the Traffic Club of Minneapolis, were held December 13. 

M. H. Dorset has been appointed assistant freight traffic 
manager, Atlantic Coast Line, with headquarters at Tampa, 
Fla. W. M. Wharton has been appointed general passenger 
agent, with headquarters at Jacksonville. 

The Bons Vivants, recently organized body of steamship 
and travel agents and other travel interests in New York held 
a dinner meeting December 15 in the Hotel Victoria. Over one 
hundred members and guests were present. The officers are: 
Earl D. Walker, president; Louis S. Law, first vice-president: 
J. T. Danaher, second vice-president; T. K. Hebert, secretary; 
Frank J. Beach, treasurer; E. O’Connor, chairman; and A. G. 
Swope, vice-chairman. 

John K. Ottey, Jr., division traffic manager, Eastern Air 
Transport, addressed the Atlanta Junior Chamber of Commerce 
December 8 on “Air Transportation.” 


I. C. C. CORNER STONE LAID 
Corner-stone-laying ceremonies were held the afternoon of 
December 15 for the new building that will house the Commis- 
sion and also the new building for the Department of Labor. 
It was stated at the offices of the Commission that the com- 
missioners had not been formally invited to participate in the 
ceremonies and that no commissioner planned to be present. 
The ceremonies centered around the laying of the stone for 
the Department of Labor building, addresses being made by 

President Hoover and Secretary of Labor Doak. 


THEFTS FROM PASSENGER CARS 


The House committee on judiciary has favorably reported 
to the House S. 4095, with amendment, amending the act of 
February 13, 1913, with respect to unlawful breaking of seals 
of railroad cars, etc., to extend its provisions to provide for 
punishment of stealing property from passengers on interstate 
trains. 


The Secret of Houston’s Success 


Kae Khe Khe Khe Kh Kh Kh KK Kh Kh Kh Kh Kh Kh Kh Kh Kh KKK KKK 


The fact that Houston is doing a 
splendid export trade in spite of a 
nation-wide slump in this line is 
not a mere accident. 


Houston has gone about keeping 
up her tonnage record in a system- 


atic way. After careful analysis 
port costs have been scaled down to 
a point where they offer real sav- 
ings to every shipper through this 
territory. Profits have immedi- 


ately been put back into the im- 
provement of port facilities so that 
every type of commodity can be 
handled here by the most improved 
methods to insure safety, speed 
and economy. 


Progressive Port Authorities and 
a live Port Bureau offer intelli- 
gent help to shippers who have spe- 
cial problems or who need specific 
information. 


KweKhe Khe Kha Kh Kh Kh Kr Kh Kh Kh Kh Kh Kh Kh Kh Kh Kr Kh Kr Kh KKK 


HOUSTON IS NOT RESTING ON PAST PERFORMANCE NOR ON THE INDIS- 
PUTABLE ADVANTAGES OF HER LOCATION 


You Will Have the Full Cooperation of 


Everyone From the PORT DIRECTOR Down 
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HORIZONTAL 80. Ap endages to night dress. 40. What qounger generation means by “before 
81. Take this away from Hor. 53 and get one of dawn’”’ (init. 
1. Old Reliable. wLiizzie’s shoes. 41. This lacks a five spot of nothing at all. 
8. Solicitor’s harangue. 83. "Tis a Long and Rhode together (init.). 45. Add this to Hor. 80 if you want particulars. 
10. Whence the Commission’s authority. 84. Add this to Vert. 57 to get the price you pay. 46. Double this for Hebrew grief. 
13, Non-Cotton Belt Route. 86. How the Western part of Cotton Belt’s new 54. Quick, the cops, this fellow has held up Heaven! 
14, ie kind of Traffic Manager routes Cotton Belt. Papa begins. 55. Did the business. 
17. A — trap. 88. Add this to Hor. 26 to get a nut’s covering. 56. Too much ego 
20. To get three pips add y. 89. Says the M. D. to the P. D., says he. 57. The well Loewen a God. 
21, iy be good this ene must be Vert. 9. 90. en He’s good he’s this, when bad an “imp.” 59. Initials of Vert. 
23. A ball player, or a prelat 98. Cotton Belt blue ribboners. 60. The surname of . "chief competitor. 
25. Of Hor. 1 this is Hor. OB. “00, 106 and 108. 95. The kind of a Railroad you want! 61. We'll never ~) this for what you've done for us. 
26. One-half re Kingfish. 97, What Old Faithful does to schedules. 62. The Capital of Og. Get your Gideon. 
27. Let us Hor. 100 this for you. 98. Not one in a Cotton Belt trainload. 64. What Hor. 1 does to your Hor. 27. 
28. Andy’s S. O. S. 99. On what Cotton Belt trains are. 65. We are still ahead of this fellow. 
29. One-third I. C, C. actions. 100. Are we fast, boy? And how! 66. But still Vert. 65 has us on this. 
30. Aunt Emma (i nit.). 105. How we serve. } : 67. Grape, at least, so Caesar said. 
$2. This might mean ‘“‘that is’’. 106. This may be an institution, but it’s our religion. 69. We strive always to keep this in high. 
34, oes of King Tut (init.). 108. With what you get service on the Cotton Belt. 71. The whole works. 
35. The first half of — & locomotives do. VERTICAL 72. Passes. 
36. What you thought had happened to Vert. 22. 81. We never did this on any job. 
38. Double this to get Jewish grief. 1. Double this for non-Cotton Belt service. 82. Now for some Gentile grief. 
89. What an Englishman gets @# rough ride on. 2. Beginning of a spring song. 84. This may be neat for sister but it is hell for 
41, Add this to Hor. 95 to get Hor. 1 8. The Cotton Belt is this word in transportation. brother. 
42. Tony’s first word to Cleo, 4. What Hor. 7 does to its neighbors. 85. This kind of Hor. 106 is customary on the 
43. Capital of the Texas Riviera (init.). 5. When the > gauge is this look out. Cotton Belt. 
44. Begins like the Aeniad, ends on the Pacific coast, 6. Perpetrated Barriers Burned Away. 87. If you want Hor. 106 do this to us. 
sounds like indiscretions and are boneheads 7. The old town backs up (init.). 91, This justice with a lady’s name prosecuted 
from South America. 9. Dished at tea Willie Shakespeare for deer stealing and 
47. The other half of what the locomotives do. 10. The kind a ‘a traffic department we hope we thereafter became hallow 
48. Subtract this from Hor. 53 and get your daddy. are (init.). 92. Spell licable to any “en 4 station (init.). 
49. An old familiar type measure. 11. Add a “sis” and get @ turning point. 94. a herd g Cloud (Free a 
50. One-half a pair of shoes. 12. The color of Scarlet Sister Mary. 96. at the Trucks are haying with us. 
51. If wet, this is hot stuff. 14. Alibi fails with wife! 100. Half an angel. 
52, Dabtrnct this from Vert. 25 and get a five spot. 15. Mustangs. 101. Fast service in dear old Philly (init.). 
53. “Of Thee I Sing. 16. Ride on the Cotton Belt with this. 102. The Duncan Nils married. 
58. What trains ap at Soa chutes and autos at 17. All lizards except lounge. 103. Everlasting Interstate easton (init.) 
service stations to 18. Two-thirds of 119.6 square yards. 104. Democrats coming now (init. 
63. We needed an ge o make this three joint 19. In the Southwest this is Hor. one. 106. nning and end of sense. 
rulers. 21. Those who claim ar Hor. 106 is “just as 107. In Missouri this is fast time (init.). 
65. What Commissions do to our tariffs and braces good as Cotton Be 
66 we 4 pants. 4 to H 22. by yg y, to -—- “frst 4 letters of this to last 
. y ar ies go awaii. ‘our es us. i 
fipeche for Damn. i i silts jain 38. OF course out. aw Hor. 1. Solution can be ob 
: our competitors do this to your traffic. . We never = 8. 
1: He starz the terol tear busines. He Raabe At wort ss vay mae ined by addressing |[@ 
. n an nit. le cade > in’ > or. 1 and we will suffix < 
75. In Rome this is holy but in America questionable. boy to Freight Department 
. aw, cotton Belt raipe —_— are (init.). 31. if yen | AY = suggested in Vert 23 you will not 
. at you can do on Hor. 1. o this. 
18. How the brass collar got by. 33. Cockney’s idea of an inferna ST. LOUIS, MISSOURI 


1 region 
79. Cotton Belt passenger trains. 37. Not by one of these will Old. Reliable fail. 
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ATLANTIC STATES BOARD 


Estimated carloadings of freight to be moved in the At- 
lantic states territory in the first quarter of 1933 will be 1.9 
per cent below the actual shipments in the correspnoding 
period of 1932, according to commodity figures presented to the 
railroads by members of the Atlantic States Shippers’ Advisory 
Board, at its meeting in New York, December 15. 

The reports of all commodities listed disclosed that it will 
require 470,473 cars to handle the business that is to be offered 
by the basic industries in the east in January, February and 
March, and, while there are a few lines that will move heavier 
volume than in the same three months of this year, according 
to the reports, the vast majority indicated a shrinkage in busi- 
ness. Actual carloadings for the first quarter of 1932 aggre- 
gated 479,684. 

This was the ninth annual and thirty-first regular meeting 
of the Board and it brought together approximately five hun- 
dred industrial and railroad traffic officials. While there were 
a number who took an optimistic view of underlying business 
conditions, there was little to be found in the reading of the 
various commodity reports to support them. The trunk line 
carriers as a whole reported themselves in a position to handle 
all the business offered, there being a large surplus of available 
motive power as well as freight cars on hand. 

Considerable interést centered on an exhibit prepared by 
the freight claim prevention committee, showing various types 
of containers, methods of packing, preparation of goods for 
shipment, and principles involved in the loading, bracing and 
stowing of various commodities in the interest of claim. pre- 
vention. The freight claim prevention committee in its report 
cited many items of progress that had resulted in minimizing 
freight claims on various commodities.. The committee on 
freight container and L. C. L. service also presented a report 
of interest to the meeting. 

The report of the banking committee of the board, as sub- 
mitted by its chairman, Lewis H. Phillips, is favorable from 
the business point of view. Numerous indications of tangible 
improvement in many lines of industry have been found. This 
is the first report by the committee of a favorable nature that 
it has made in the last three years. 

In the course of the meeting, J. Aronson, general counsel 
of the New York Central, made an address on “Cooperation be- 
tween Shippers and Railroads.” 
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C. L. Hilleary, traffic manager, F. W. Woolworth Company, 
New York, presided. General transportation conditions were 
touched on by M. J. Gormley, chairman, car service division, 
American Railway Association, Washington, D. C., as well ag 
by others, while A. P. Stevens, district manager, New York, 
discussed the transportation conditions within the board’s own 
territory. The railroad picture was presented by W. G. Curren, 
general manager, Baltimore and Ohio, and vice chairman of 
the railroad contact committee. 

Other officers of the board participating in the delibera. 
tions were: P. W. Moore, first alternate general chairman, 
traffic manager, Boro of Queens Chamber of Commerce, Long 
Island City; C. R. MacCarey, second alternate general chair. 
man, traffic manager, Hercules Cement Corporation Phila- 
delphia; D. R. Crotsley, general secretary, manager, Starrett 
Lehigh Building Corporation, New York, and A. G. Warren, 
secretary. 

The forecast of estimated loadings for the months of Jan- 
uary, February and March, compared with the actual shipments 
in the same months of 1932, follows: 


Estimated 
Actual Estimated Inc. or Dec. 
Commodity 1932 1933 Per Cent 
I SAD 3 vd artis. ou Biaaaeh Sua arealorwer 5,559 5,281 eo 5.0 
Flour, meal and other mill products 7,412 7,931 7.0 me 
Bias, straw ad SiTalia.....6ccccs ? 5,339 10.0 
CRESS ee a are a No Committee 
Cottonseed and products........... No Committee 
EN ad cia acdece ee aidsa8.6%6 96 see eee No Committee 
Other fresh vegetables............ 2,876 2,933 2.0 
Oe FPHGMEE. TKUTIB «oo onccc cccccccsce 8,344 8,761 5.0 
IN ia Bob ob tig GING ieee a0.4;6-e-n678 aw 2,866 2,860 aie 
OO ee re No Committee 
Poultry and dairy products....... 1,246 1,184 ii 5.0 
2 eR YO ea er ae ere 274,415 271,545 ‘ 1.04 
Ore OFd CONCONtTATES......0...0.cccc00 4,950 4,702 s 5.0 
Gravel, sand and stone............ 14,659 11,888 ‘ 18.9 
RR Ee eee 6,068 5,637 ‘ 7.4 
Lumber and forest products...... 13,426 12,473 a 7.3 
Petroleum and petroleum products 45,860 45,860 Same 
Sugar, syrup and molasses........ 5,646 5,889 4.3 i 
Oe eee eee 23,819 22,628 ‘ 5.0 
Machinery and boilers............. 5,131 4,387 ‘ 14.5 
I te titan cee aid as <,eteieredie 14,782 14,780 Same 
Brick and clay products........... 2,536 1,927 ‘ 24.0 
TS errr rere Tere 2,985 2,985 Same 
Agric. implements and _ vehicles, 
other than automobiles........ No Committee 
Automobiles, trucks and parts.... 2,446 & en 14.1 
WOPereer, BH MMAGH. 6...cisccccevcse 7,063 6,357 ‘oo Se 





Port of Stockton, California’s New Inland Port 


Offers Manufacturers 
Great Opportunities 


PROJECT 95% FINISHED 





J 


—90 miles from the Golden Gate. 
—Wharves and transit sheds complete. 
—Dredging 95% done. 

—Belt line owned by city. 


aml 0,000 acres available for waterfront 
industrial sites. 


—Three transcontinental lines. 
—Natural gas, reasonable power and water. 


) ( 





Write 


CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 
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December 17, 1932 





ee and not to be 
delivered later 





@ The tag on the box is only half as important as 


the unwritten tag—‘“‘to be delivered not later than 
Christmas Eve.” Hand-to-mouth buying on the 
part of retailers will lead to many factory-to-con- 


sumer deliveries this year. 


@iIn such instances, your best bet is to call Rail- 


way Express. The local-express representative will 
speed the shipment on its way by the most direct 
route. In addition, a receipt is secured from the 
consignee which provides you with unquestionable 
proof of delivery. 

@ When you ship via Railway Express you are 
sure of fast, dependable service that delivers your 


goods on time and in good condition. 
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“Not to be opened 


before Christmas’ 
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RAILWAY EXPRESS AGENCY, Ine. 
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PORT 


ALBANY 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 


Albany, N. Y. 
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Paper, paper board and prepared 


MEE Senet ce tbdonedteasecdasos 1,952 12,129 1.9 
Chemicals and explosives.......... 4,914 5,282 7.6 
Canned goods—all canned food 

err ee 5,875 5,564 ene 5.3 

BEE. ‘kitiodntescanmaw aawaione 479,684 470,473 aa 19 


Committee meetings December 14 preceded the regular 
meeting. Among the subjects discussed was means of pre- 
venting breakage and waste in shipment, by the freight claim 
committee. Edward Dahill, chief engineer of the freight con- 
tainer bureau of the American Railway Association, described 
a new method of crating furniture to prevent damage in un- 
crating. 

Victor L. Zorn, president of the company bearing his name, 
was selected to head a committee to study the handling of 
fresh fruits and vegetables which provide about half the claims 
for damage. : 


ROOSEVELT CONFERS WITH RAIL EXECUTIVES 


President-elect Roosevelt held a conference December 10 
at his estate at Krum Elbow, N. Y., with heads of three large 
railroad systems—F. E. Williamson, president of the New York 
Central; John J. Pelley, president of the New Haven; and Carl 
Gray, chairman of the board of the Union Pacific. 

Governor Roosevelt stated before the conference that no 
announcement would be made as to its results, but he hinted 
that the credit problem would be considered first and that the 
discussion would be general. 

The presence of William H. Woodin, head of the American 
Car and Foundry Co., at the conference suggested that the mat- 
ter of railroad equipment was discussed. 





FREIGHT TRAFFIC RED BOOK 


The thirteenth annual edition of the Freight Traffic Red 
Book has been issued by the Traffic Publishing Company, Inc., 
New York. Many changes and additions have been made since 
the previous edition, and nearly a hundred subject headings 
appear in the table of contents, including headings dealing with 
such current matters as Ex Parte 104 investigation, fifteen 
per cent case, 1931, trucking, rate structure investigation No. 
17000, air freight, pipe line transportation, and container freight 
service. The book contains 992 pages, including indices. 


In addition to presenting a digest of state regulatory laws 


The Traffic World 





Vol. L, No. 25 






governing highway transportation and much other material op 
subjects of a rapidly changing nature, something of the scope 
of this “ready reference book and text book for the student 
of traffic management” is indicated by the following genera] 
headings included in the table of contents: Freight classifi. 
cation, rate territories, rate factors, shipping orders and bills 
of lading, diversion and reconsignment, demurrage, switching, 
interstate commerce act, Interstate Commerce Commission tariff 
rules, rules of practice before the Interstate Commerce Commis. 
sion, general fourth section orders, etc. 


ABSORPTION OF COMMISSION, ETC. 


In a bill (H. R. 13458) to effect economies in the national 
government, Representative Dies, of Texas, has proposed, among 
other things, the creation of the “Public Interest Commission,” 
composed of eleven commissioners. The Interstate Commerce 
Commission, the Federal Trade Commission, the Federal Radio 
Commission, and the Federal Power Commission would be 
abolished and their duties taken over by the “Public Interest 
Commission.” The bill also would abolish the Merchant Fleet 
Corporation and turn its duties over to the Shipping Board. 
It would abolish air and ocean mail subsidies. 


ACTION ON NOMINATIONS 


The Senate, by a vote of 44 to 37, December 14, sustained 
the plan of the Democratic senators that, in-the main, nomina- 
tions sent to the Senate by President Hoover, should not be 
acted on at this session, leaving the appointments to be made 
after March 4 by Mr. Roosevelt. The vote came on a motion 
made by Senator McNary that the Senate proceed to the consid- 
eration of executive business. The nominations sent to the Sen- 
ate, including that of Commissioner E. I. Lewis, can not be re- 
ferred to appropriate committees for recommendations as long* 
as the Senate refuses to go into executive session for that 
purpose. 


CHAIRMAN PORTER ILL 
Chairman Claude R. Porter, of the Commission, absent 
from his office for several days on account of what was taken 
to be merely an indisposition, was taken so ill on December 12 
that he had to be operated upon two days later for relief from 
kidney stones. 





A Detroit shipper found that fourth— and even fifth-day deliveries in 
Jersey City often resulted in “criticism from customers” and “‘loss of an 
order’. Then the shipper tried our L.C.L. Service, and found his goods 
being delivered in two and three days. Here’s what he says about it: 


“PHENOMENAL” 


says Detroit Shipper 
of our L.C. L. Service 


‘We believe the third day deliveries to be excellent, as that is the 
time required on shipments via Railway Express Agency, but on the 
second day deliveries, we feel the service to be phenomenal, as first 


class mail just betters that time by a matter of a few hours.” 

Make use of the Lackawanna Terminal Warehouses. Rail Siding 
and Local L.C.L. Freight Station in same building save unnecessary 
cartage expense on rail shipments. 





‘Lackawanna | 
Railroad | 








LAC KAWANNA 
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Are Adjustment 
Claims Cutting 


Into 
Profits 


S 


If so, follow the advice 
of many manufacturers 
and protect your mer- 
chandise with KIMPAK 
Crepe Wadding. 





Steel filing cabinet made by 
the Aurora Metal Cabinet 
Company. This cabinet is 
packed in a plywood case with 
KIMPAK Crepe Wadding 
strips for protection of baked 
enamel finish on both front 
corner posts. 


The Traffic World 


STARRETT 





CRATCHES, press marks, printing, breakage, etc., 
have been definitely eliminated during shipment by 
hundreds of manufacturers in various kinds of busi- 

ness by the use of KIMPAK Crepe Wadding. Desks, filing 
cases, radio cabinets, tables and general furniture lines are 
now being protected in this manner and have proved the 
economy of this material. 

KIMPAK is a wood fibre product, soft as down, resilient 
and clean. It looks expensive—thus doubly impresses 
customers with your quality and extra care you take to 
insure their satisfaction (but it is surprisingly inexpen- 
sive). You'll find, too, that it cuts packing time and thus 
saves in two ways. 

If you wish, our representative, experienced in many 
packing problems, will gladly help you solve your problem. 
Mail the coupon. 

KIMPAK comes in rolls, sheets or pads, in various thick- 
nesses—plain or backed with Kraft (smooth creped or 
waxed) jute liner, or tissue, according to your require- 
ments. KIMPAK is now waterproofed for export shipping 
and for the protection of metal or other finishes easily 
tarnished, mold marked or blistered. This is called 


NONAB KIMPAK. 
im REG. In PAT. OFF. & FOREIGN ak 


Crepe Wadding 


Kimberly Clark Corp., Mfrs. 
Sales Offices: 8 South Michigan, Chicago 
122 E. 42nd St., New York City 
510 W. 6th St., Los Angeles, Calif. 
CO) Please send full information on KIMPAK. 


() Have representative call. Our product is ..............000- peahess 
Name 


BUILT TO MEET YOUR 


NEEDS - 
AND FIND OUT FOR YOURSELF 


LEHIGH 


BUILDING 


LOCATION °« The building covers two entire 
blocks, 26th to 27th Streets, I 1th to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY © Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on 1|5-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 


ber shop in the build- 
ing. Fast passenger 
elevator service. 


INVESTIGATE 


Starrett Lehigh Building 


26th to 27th Streets, 11th to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 601 West 26th Street 
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NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE ; 3 e+e AS 


S.S. CALIFORNIA S.S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
hutomobiles uncrated as baggage. 


Proposed Sailing Dates 





Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
California . .Dec. 24; Feb. 4 Pennsylvania. Dec. 31; Feb. 11 
Virginia . .Jan. 7; Feb. 18 California . . Jan. 14; Feb. 25 


Cartago.Jan. 14 to Los Angeles, Virginia .. . Jan. 28; Mar. 11 
San Francisco and Portland, Ore. 


Pennsylvania . Jan. 21; Mar. 4 
and fortnightly thereafter : 
“from Los Angeles 2nd day following 


fonama facifie Sine 


ALL NEW STEAMERS » 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 

Chicago, 216 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Francisco, 687 Market St. Los Angeles, 548 S. Spring St. 
Cleveland, 1000 Huron Road San Diego, 1030 Fourth St. 





When you route your shipments via 
the American Mail Line President 
Liners you can be sure that they will 
arrive at destination in perfect con- 
dition and in the shortest possible 
time. No shipment too large . . . none 
too small. Every alternate Tuesday a 


President Liner arrives in Seattle from 
the Orient, every other Saturday one 
leaves for the Orient. 


Supplementing this is a fleet of express 
cargo liners with frequent _Sailings to 
Japan, China and The Philippines. 


For full information apply desk No. 6 


32 Broadway 

1714 Dime Bank Bldg 
110 S. Dearborn St 
Union Trust Bldg. 


General Freight Office 
740 Stuart Building 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Seattie 





The Traffic World 






Vol. L, No. 5 


NEW STRAPPING TOOL 


A new combination strapping tool, shown in the accom. 
panied illustration, has been placed on the market by the Acme 
Steel Company, Chicago. The new tool is said to assure auto. 
matically a good strapping job and to reduce the time requireg 
for the strapping operation by from 50 to 100 per cent. Machine 
precision and efficiency replace many of the motions requireq 





to fix bands on packages under the old two or three tool method. 
Cne stroke of the stretcher lever tightens the band on the 
package to the desired tension, while a stroke of the other lever 
applies the seal and cuts the band. The tool retains the loose 
end of the band so it will be at hand for the next operation. 
The picture shows the stretcher level, operated by the left hand, 
at the end of the stroke and the sealing lever is ready to be 
pushed downward. Sustained speed on a strapping job is said 
to be promoted in substantial measure by the new tool. 


REVENUE TRAFFIC STATISTICS 


Revenue passengers carried by Class I railroads in the nine 
months ended with September totaled 367,089,000 as compared 
with 459,127,000 for the corresponding period of 1931, and 38, 
379,000 in September as compared with 48,465,000 in September, 
1931, according to revenue traffic statistics compiled by the 
Bureau of Statistics of the Commission from carrier reports. 

Revenue a passenger-mile averaged 2.237 cents in the nine 
months as compared with 2.526 cents in the 1931 period, and 
1.988 cents in September as compared with 2.350 cents in Sep- 
tember, 1931. 

Revenue a ton-mile averaged 1.061 cents in the nine months 
as compared with 1.055 cents in the 1931 period, and 1.029 cents 
in September as compared with 1.049 cents in September, 1931. 

Revenue a ton a road averaged $2.167 in the nine months 
as compared with $2.054 in the 1931 period, and $2.115 in Sep- 
tember as compared with $1.990 in September, 1931. 





RELIEF FOR COMMISSION 


Chairman Rayburn, of the House committee on interstate 
and foreign commerce, said December 13 he planned to bring 
before the committee proposed legislation to enable the Com- 
mission to delegate to individual commissioners and employes 
the power to perform specified duties and to consider and de- 
termine specified matters. Such legislation has been recom- 
mended by the Commission as a measure of relief to the com- 
missioners. Chairman Rayburn said he thought this subject 
might be dealt with in the present session. 


CONSOLIDATED CLASSIFICATION DOCKET 
In The Traffic Bulletin of December 17 is published Docket 
No. 52, of the Consolidated Classification Committee, for heat 
ings in Atlanta, January 11, New York, January 17, and Chi 
cago, January 24. 
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WANTED—Resident representatives in Boston, Buffalo, Phila- 
delphia, Pittsburgh and other principal cities, to solicit clients for 
old-established, thoroughly equipped traffic organization. Address 


R. A. F. 374, care Traffic World, Chicago, Ill. 
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SAILS ARRIVES 





09-{ | FT OT 
STEAMER | age a Phila- hae Sen Seattle 
No. |Baltimore! delphia | Angeles |Francisco Oakland | Portland — ‘ 














LOSMAR 9 | Sailed | Sailed |Dec. 22/Dec. 26/Dec. 28jJan. IljJan. 4 
PORTMAR |} 10 | Sailed | Sailed JJan. 19}Jan. 23jJan. 25jJan. 29/Feb. 1 
ALAMAR 10 jJJan. 14/Jan. 18/Feb. 9/Feb. 13|/Feb. 15/Feb. 19/Feb. 22 
YORKMAR/18 |Feb. 4/Feb. 8|/Mar. 2)/Mar. 6)Mar. 8/Mar. 12/Mar. 15 
VERMAR 10 |Feb. 25]Mar. 1}Mar. 23/Mar. 27|Mar. 29/Apr. 2jApr. 5 





Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Cempany’s right 
to omit scheduled ports and/or add other ports. 


Through bills of lading are available to: 


‘eae ss Aberdeen, Wash. Anacortes, Wash. Astoria, Ore. Bellingham, Wash. 
‘ Bremerton, Wash. Chuckanut, Wash. Dupont, Wash. Everett, Wash. 
Eureka, Wash. Hoquiam, Wash. Kelso, Wash. Longview, Wash. 

Mare Island, Cal. McNeil Island, Wash. Mt. Vernon, Wash. Marshfield, Ore. 

North Bend, Ore. Olympia, Wash. Port Angeles, Wash. Port Townsend, Wash. 

Powell River, B.C. Puget Sound Navy Yard, Sacramento, Cal. San Diego, Cal. 

Raymond, Wash. 
St. Helens, Ore. Shelton, Wash. South Bend, Wash. Stanwood, Wash. 
Stockton, Cal. Vancouver, B.C. Vancouver, Wash. Victoria, ac 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


Shipments routed via Evansville and Mead Johnson Terminal are placed 










































upon skids on arrival. Goods remain on these skids until departure. MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 
Re-handling is minimized—an important safeguard. Baltimore, Md., 15 S. Gay St. a 410 Chamber of Com- 
From Evansville we distribute to a widespread market. Merchandise ea pee me ate tl if Bidg Oakland, Cal., Ist and Market Sts. 
comes to us by barge, train and truck. We transfer it to the proper trans- New York, N. Y., 5 Broadway ‘ Portiand, Ore., 917 Board of Trade Bide. 
port for distribution or store it in dry, fireproof storage for later forwarding Philadelphia, Pa... San Franciece, Cal. 215 Market Strest, 
or distribution as desired. Pittsburgh, Pa. ‘Oliver’ Bide. Seattle. Wash. 1519 Railroad Ave., South 
Full details of our service and rates will be sent by return mail. Regular Piers 
MEAD JOHNSON TERMINAL CORPORATION Atlantic Coast see Ammann? ache Coast 
1od. J. D. Beeler, Vice Pres. and Gen. Mgr. mea 4 7, a. Covington, Oakland—Howard Terminal 
the 1830 West Ohio Street Evansville, Indiana einige itz. 
Ver Philadelphia—Pler 27-N, Reading Co. Seattle—Atlantl 7 
D r » Reading tiantle Dock Terminal 
Ose 
ion. 
ind, 
be § ° 
“| Southern Steamship Company | | FOR CARLOAD 
(Pioneer Steamship Line to Houston) SH | PPERS 
OPERATING FAST FREIGHT SERVICE 
ine BETWEEN Get this informative booklet for your 
s 1} Philadelphia, Pa., and Houston, Tex Keng ke ge yg 
° trations charts showi the Acme 
er, p ? 7 9 ad — —— carload. eo for 
many kinds of manufactured products. 
he SAILINGSs Pe pesoemte | see complete story of Acme 
“ si - , showing how it preven 
- From Philadelphia . . Wednesdays and Saturdays damage and brings many real shipping 
economi: 
n 
nd From Houston ...... Mondays and Thursdays No obligation. Write today. 49 
¥ Low Rates Quick Dispatch Thru Package Cars ACME STEEL COMPANY 
ts GENERAL OFFICES: General Offices, 2832-40 Archer Avenue 





1360 Broad Street Station Bldg., PHILADELPHIA, PA. CHICAGO, ILLINOIS 













WESTERN WAREHOUSE 


DOWNTOWN CHICAGO 
Within three block: f Chicas central retail and jobbing district; high grade modern 
wareh e: and terminel facilitie 400.000 square feet of floor space—light and clean; 
ce for 360 car stocks carried for forwarding and distribution; space to lease 


WESTERN WAREHOUSING COMPANY 


E46: Hesel.- Supedaiendeat 
-olk St Chicago, Ill 













THRU R ATES 7 y ea From—Stamford, South Norwalk, Bridgeport 

; me Qhtcermawre SOamersow New London and Norwich, Conn. 
Jt AND Noe) meee ved : i fWeuncoow To—C. F. A., W. T. L., Inter-Mountain, 
, i Sermoun Connecr/Cur i SP Steams Carolinas, South and Southwest 
DIRECT I ing” ; ‘a geemer"” — Wig—CLYDE, OLD DOMINION, SAVANNAH, 
b | © Maven Gnew Maven — MALLORY and MORGAN S. S. LINES 





e.20% 








ROUTES ¢. eee reas 


ERNEST E. FUCHS, Vice-Pres. 





7 > = = as an -—" 
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Storers, Distributors and Forwarders 
of General Merchandise 


175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 
Virginia Bonded Warehouse 4 
rer 708 East Cary ae 


In CHICAGO 


Ie) TERMINAL 


WAREHOUSES « 


Close to ‘*Loop.”’ Office and .varehuuse spzce for 
lease. Merchandise storage. Pool cars distributed. 
runnel,. water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR d 
Interstate Commerce and State Commission Cases an 
Commerce 


Departmental Service 
713 Mills Bidg. Specialists 


WASHINGTON, D. C. 
HENRY J. SAUNDERS 


CONSULTING ENGINEER 


An Matters Relating 
Gon, a0 Statistical —_ Valun 


648 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE ot ak tee 


COMMERCE Asiorney and Examines 


Fermerly 
Interstate Cemmerce Commissien 
COMMISSION | transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Atterney 
Philcade Building, Tulsa, Oklahoma 
Oklahema City Office, Petroleum Bldg. 
Washingten Office, Southern Bidg. 


The Traffic World 


COMMISSION 


DO 
December 1 ashi D. C.—Examier Berry: 
|. & S. 3834—Parti on of Seatrain [Lines in Classification. 
December 19—Argumént at Washington, D. C.: 
25131—The Interstate Amiesite Co., Inc., vs. B. & O. R. R. 
25281—Allied Barrel Corp. vs. Pa. Rj R. et al. 
December 20—Washington, D. C.—Examiner Sullivan: 
Finance No. 9599—Application Fairport, Painesville & Eastern R, R 
~ —" to construct an extension of its line in Ashtabulg 
Younty, O. 


December 20—Argument at Washington, D. C.: 
I. 1 2. 3715—Packing house products eastbound from W. T, 1, 
points. 
25143 (and Sub. 1)—Swift & Co. et al. vs. N. Y. C. R. R. et al, 


December 21—Washington, D. C.—Examiner Weems: 
25309—A. C. L. R, R. vs. Cape Fear Rys., Inc. 
December 21—Argument at Washington, D. C.: 
1. & S. 3569—Classification ratings on food preteme. L, C. L., packed 
in glass between points in Official and Ill. territories. 
1. & S. 3803 (and Supplements 1 to 3, incl.)—Food products in glass 
or earthenware containers. 
Oecember 21—Newark, N. J.—Examiner Hosmer: 
15879—Eastern Class Rate Investigation (further hearing). 
25570—Intrastate class rates in New Jersey. 


December 21—Denver, Colo.—Public Utilities Commission of Colorado: 

Finance No, 9556—Application Denver Intermountain & Summit Ry, 

to acquire and operate a line of railroad between Denver and 
Leadville, Colo., and certain branches thereto. 

Finance No. 9582—Application Denver, Leadville & Lama R. R. to 
acquire and operate a line of railroad between Denver and Lead. 
ville, Colo., and certain branches thereto. 

December 22—Argument at Washington, D. C.: 
Rates on crushed stone, gravel, sand and slag within the 
state of Ohio. 

24597 (and Sub. 1 to 4, incl.)—Bessemer Limestone & Cement (Co, 
vs. A. & B. B. R. R. et al. 

December 23—Argument at Washington, D. C.: 

a ¥en Chamber of Commerce et al. vs. C. & O. Ry, 
et al. 

December 23—Washington, D. C.—Examiner Davis: 

Finance No. 9740—Applicatidén Pacific Telephone & Telegraph 
Co. for authority to acquire the properties of Irene F. Pen- 
hallick, doing business as the Neppel Telephone System. 

December 29—Jackson, Miss.—Examiner Sharp: 

* 23911—Rates on fertilizer and fertilizer materials within the state 
of Mississippi and within the state of Louisiana east of the 
Mississippi River (further hearing). 


NEW COMPLAINTS FILED 
No. 25553, Sub. No. 1. United States Gypsum Co., Chicago, IIl., vs. 
Amador Central et al. 

Rates in violation sections 1, 4 and 6, plasterboard, Southard, 
Okla., and Sweetwater, Tex., to points in Ariz. and N. M. Asks 
rates and reparation. 

. 25600, Sub. No. 1. Amato & Sons, Inc., et al., Denver, Colo., vs, 
A. T. & S. F. et al 

Unreasonable rates, bananas, New Orleans, La., Mobile, Ala, 
Laredo, Tex., Galveston, Tex., and/or El Paso, Tex., to Pueblo, 
Trinidad and Denver, Colo. Ask rates and reparation. 

- 25677. National Mortar & Supply Co., Pittsburgh, Pa., vs. Penn- 
sylvania et al. 

Rates, lime, Gibsonburg, O., to Minneapolis and St. Paul, Minn, 
and Appleton, Wis., in violation sections 1 and 4, the last men- 
tioned violation being the rule pertaining to aggregate of interme 
diates. Asks rates and reparation. 

. 25678. E. B. Lindley, Dallas, Tex., vs. G. C. & S. F. et al. 

Rates. bananas, New Orleans, La., and Galveston, Tex., to 
Sulphur f'prings, Tex., in violation section 1. Asks reparation. 

Pg Maa National Tile Co., Inc., Anderson, Ind., vs. A. B. & 

- et al. 

Unreasonable rates and charges, kaolin clay, Edgar and Crossley, 
Fla., to Anderson, Ind. Asks rates and reparation. 

. 25681. Joyce-Watkins Co., Chicago, Ill., vs. C. B. & Q. 

Alleges violation of Section 1 and Section 15 (13) because of 
refusal of defendant to perform interchange switching service for 
which it has been paid by complainant and to make allowance 
agreed to be paid complainant, at Metropolis, Ill. Asks switch- 
ing allowances and reparation. 
ad Bragg, Millsaps & Blackwell, Birmingham, Ala., vs. L. & 4. 
et al. 


Unreasonable rates, hogs, points in La. and Ark., to Birmingham, 
Ala. Asks rates and reparation. 

. 25683. Winston Brothers Co., Minneapolis, Minn., vs. P. & 
W. V. et al. 

Rates, in violation first three sections, tractors, Smithfield, 0, 
to Valley Park, Mo., inasmuch as rate assessed exceeded fifth clas 
rate of 43 cents. Other shippers of tractors accorded fifth clas 
rate. Asks reparation. 

a, Comemaity Natural Gas Co., Dallas, Tex., vs. C. R.b 
. et al. 

Unreasonable rates, wrought iron pipe, Petrola, Tex., to Walt 
Okla. Asks cease and desist order, waiver of collection of $49 
and reparation. 

25685. The Creamery Package Manufacturing Co., Minneapolis, 
Minn., vs. St. L.-S. F. et al. 

Unreasonable charges, box shooks, Marked Tree, Ark., to South 
Minneapolis, Minn. Asks reparation. 

. 25686, Etheredge Guano Co., Augusta, Ga., vs. A. C. L. eta 
Rates in violation sections 1 and 3, phosphate rock, all Flo 
mines to Augusta, Ga. Seeks rates made with proper relatioi 

ships to and no higher for the relative distance involved than 
rates to Savannah and Brunswick, Ga., Charleston, S. C., 
Wilmington, N. C., and reparation. 

25687. Traffic Bureau (Aberdeen, S. D.), Chamber of Commertt 
et al. vs. A. T. & S. F. et al. 

Rates and charges in violation sections 1 and 3, peanuts, points 
in Alabama, Florida, rm North Carolina, South Carolina and 
Virginia to Aberdeen, 8. D., as compared with rates to Minne 
apolis, Sioux City and Sioux Falls. Ask rates and reparation. 

25 Princeton Mining Co., Terre Haute, Ind., vs. Algiers 
Winslow & Western et al. 

Rates in violation section 3, bituminous coal, King, Ind. 
points on Southern Railway in Illinois and Missouri, becall# 
higher than rates from competing mines on the Southern (Ayr 
shire district), and A. W. & W. Asks rates. 





